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ABSTRACT 
As aviation continues to be the fastest and most efficient form of global 
transportation, airports across the country continue to see exponential growth in size and 
population. This expansion means airports will remain a high-value target to crime and 
terrorism. The need to protect the airport environment against these threats is essential. 
The responsibility of policing the nation’s major airports is unique and full of challenges. 
Airport police must balance the requirements of providing security to a critical 
infrastructure and highly transient population, with the needs of protecting the 
surrounding businesses and commercial developments around the airport. This research 
answers the question of whether traditional policing models are effective in protecting 
and serving this unique environment or if a new model should be adapted to suit the 
needs of policing the aerotropolis better. Research findings, combined with a comparative 
analysis of policing methods at major U.S. airports, show that a dedicated, highly 
proactive, and customer-oriented police force is vital in ensuring the nation’s large 
airports and the aviation industry continue to play a vital role in the world economy. 
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The concept of the airport city was developed in the early 1990s, sparking the term 
“aerotropolis” to define the major metropolitan growth of airports around the world.1 
Today, several airports in the United States have expanded into major metropolitan areas in 
their own right and an emerging dichotomy exists within these aerotropoli involving the 
importance of the passenger terminal areas considered critical infrastructure versus the 
surrounding business complexes that are still airport property but are not considered as 
critical in nature. Airport police are federally mandated to provide an adequate police 
presence in the terminal areas and critical infrastructure of the airport.2 How do these law 
enforcement agencies balance the requirement of securing the terminals with the necessity 
of protecting the other metropolitan areas of the airports? Are current policing models 
effective in ensuring the entire airport remains safe and secure or is a new policing model 
needed designed specifically for the aerotropolis? 
The purpose of this research is to gather qualitative data regarding the growing 
trend of the aerotropolis and the concepts involved in policing these major airports in terms 
of federal mandates, enforcement challenges, and policing models with the intent to 
identify effective strategies to balance the policing needs of the aerotropolis better. 
Academic research specific to airport law enforcement and policing models used at major 
international airports is noticeably lacking. Much of the research available pertains to 
security measures employed by the Transportation Security Administration and does not 
mention local airport police agencies. Due to this lack of specified research material, a 
comparative case study was used to analyze policing methods utilized by airport police at 
three major international airports. Each one of these airports represents one of the three 
major types of airport policing seen at airports in the United States. Members of police 
agency command staff from each airport were interviewed to discover key similarities and 
1 John D. Kasarda and Greg Lindsey, Aerotropolis: The Way We’ll Live Next (New York: Farrar, 
Straus and Giroux, 2011), 8. 




differences in policing methods between the three. The airports used in the study were 
Boston Logan International Airport (state police), Denver International Airport (local 
municipal police), and the Dallas Fort Worth International Airport (airport police).  
The findings of the research and comparative case study show that the aviation 
industry is continuing to grow, which has resulted in airports expanding with new 
commercial development and larger footprints.3 Policing these large airports comes with 
unique challenges not seen in traditional forms of metropolitan policing. The transient 
nature of the populations equates to a lack of a static community base and an increase in 
crime making it difficult to use community oriented and data driven policing methods to 
lower crime rates.4 All three primary types of policing used at major airports are 
experiencing the same challenges in rising population and crime rates, resource 
management issues, and employing effective policing methods.5 The major finding from 
the interviews is airport policing must become more proactive and less reactive if it is to 
be successful in preventing and reducing crime. 
Current models of policing have been established and tested for many decades in 
metropolitan policing. These models meet different needs and are employed based on the 
environment being policed. However, these models were centered on policing traditional 
static and well-established populations. Airport police officers face the challenge of 
providing public safety to a highly transient and fleeting population in an environment that 
does not react well to change or disruption. Policing models must be adapted to be effective 
in providing safety and security to these populations of strangers in such a unique 
environment. 
This thesis offered the following recommendations for adapting and modeling a 
policing approach specific to major airports: 
3 Stephen J. Appold and John D. Kasarda, “The Airport City Phenomenon: Evidence from Large U.S. 
Airports,” Urban Studies 50, no. 6 (May 2013): 1239–59, https://doi.org/10.1177/0042098012464401. 
4 Stephen Jarrell and Roy M. Howsen, “Transient Crowding and Crime: The More ‘Strangers’ in an 
Area, the More Crime Except for Murder, Assault and Rape,” American Journal of Economics & Sociology 
49, no. 4 (October 1990): 483–94, https://doi.org/10.1111/j.1536-7150.1990.tb02476.x. 
5 This information was obtained during interviews with police agency command staff from Boston 
Logan International Airport, Dallas/Fort Worth International Airport, and Denver International Airport. 
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• The Balancing Act: Currently, airport policing is focused on protecting the
terminals and areas with greatest economic impact and attractiveness to
crime and terrorism. As these airports continue to grow and diversify,
focus must shift outward to encompass the protection of surrounding
business districts. Many of the tactics used in the central terminal areas
can be modified to conduct campus-style policing efforts aimed at policing
the entire airport environment.
• Identify the Community: Gaining community engagement from a transient
population is difficult. Airport employees and stakeholders are the most
stable and unchanging population on the airport. Engaging the employee
populous to have a sense of ownership in the safety and security of the
airport through community-oriented policing programs can be an effective
force multiplier in keeping the airport safe and operational. The
philosophy of policing as a service to the community can also be used to
shift community-oriented policing concepts back on the officers. The
officers should consider the airport as their community with the
responsibility to protect it and serve as its guardian.
• Proactive Detection and Deterrence: Active patrolling, reassurance
policing, and high-visibility activity are essential in hardening the airport
against potential crime and terrorism. While traditional metropolitan
policing is often reactive in nature, airport police typically have more
discretionary time to commit to self-initiated activity. That activity should
be in proactive policing measures aimed at crime reduction and
prevention.
These recommendations serve as guidance in providing a more effective policing 
model specific to the aerotropolis, which maintains a proactive approach to airport law 
enforcement methods with airport-specific training, high-visibility deterrence, and an 
emphasis on officer presence. However, the airport environment encompasses more than 
just being seen. Airport police must provide reassurance policing within the terminals and 
xvi 
other high-value target areas to deter threats while also maintaining a more customer-
oriented approach to not impact the business aspect of the airport negatively. While 
difficult at times, airport police must find a fine balance between business and convenience 
with that of public safety and security.6 As aerotropoli adapt and grow, aerotropolis 
policing must adapt and grow with them. The future of air travel depends on it.  
As long as air travel is the quickest and most efficient form of global transportation, 
these airports will keep growing and continue to have a major economic impact on the 
people and regions they serve. Airport policing is essential to ensuring the protection and 
safety of the airport environment and the traveling public.7 Having an effective policing 
model specific to airport law enforcement is vital to maintaining order, resiliency, and 
continuity of operations to keep the aviation industry running smoothly. In other words, an 
adequate, well-equipped, and well-guided police force dedicated to providing safety and 
security at our nation’s major airports is necessary.8  
  
 
6 Robert P. Mark, “Airport Security: The Great Balancing Act,” Airport Business, December 2013, 17. 
7 Heather Monteiro, Models for Law Enforcement at Airports: A Synthesis of Airport Practice (Las 
Vegas, NV: Airport Cooperative Research Program, 2020), 2. 
8 Monteiro, 2. 
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In 2011, John D. Kasarda coined the term “aerotropolis” based on a prediction by
J. G. Ballard that airports would grow to become self-sustaining metropolitan city centers.1 
An aerotropolis would exist as an urban structure with a “central airport as its nexus.”2 The 
term is meant to be used in an economic and business context to describe the process of 
large international airports becoming not just transportation hubs but cities in themselves 
with their own infrastructure and public services.  
Since that prediction in 1997, rapid growth has occurred in the aviation industry, 
even after the events of 9/11. The American economy is becoming largely dependent upon 
air travel.3 Large international airports are expanding at a rate never seen before, and the 
industry is booming with no signs of slowing down. Airports like Dallas/Fort Worth 
International Airport (DFW) and Denver International Airport (DEN) are now both larger 
in land size than the island of Manhattan, with over 70 million people traveling through 
per year. What once were forests and farmland surrounding these airports are now 
industrial and mixed-use business centers. This growth attracts businesses, retail shops, 
bars, attractions, and hotels to an area once dedicated strictly to moving people and 
products from one destination to another. As Ballard predicted, these airports are now 
looking and acting more like large metropolitan cities. Therefore, a unique policing model 
that supports and emphasizes both critical infrastructure protection and metropolitan 
policing demands should be explored to ensure the safety and security of these large airport 
cities. 
1 John D. Kasarda and Greg Lindsey, Aerotropolis: The Way We’ll Live Next (New York: Farrar, 
Straus and Giroux, 2011), 15. 
2 Usman W. Chohan, The Concept of the Aerotropolis: A Review (Islamabad: Centre for Aerospace and 
Security Studies, 2019), 1, https://papers.ssrn.com/abstract=3412543. 
3 Stephen J. Appold and John D. Kasarda, “The Airport City Phenomenon: Evidence from Large U.S. 
Airports,” Urban Studies 50, no. 6 (May 2013): 1239, https://doi.org/10.1177/0042098012464401. 
2 
From a business standpoint, economists consider this rapid growth a financial boon, 
which solidifies the fact that international airports are becoming economic engines 
powering entire regions. However, from a policing standpoint, this growth signifies rising 
crime rates, higher call loads, and a bigger target for terrorism. In an environment 
considered national critical infrastructure, airport police officers are now having to balance 
the responsibilities of providing government-mandated security to the traveling public, as 
well as the law enforcement obligations of modern urban policing. Airport police continue 
to face emerging challenges on an international scale—ranging from countering terrorism, 
to combating human trafficking, to reducing the transport of illegal narcotics, to limiting 
the spread of worldwide pandemics—all while being “customer oriented.”4 These missions 
are becoming increasingly difficult as economic development, passenger loads, and crime 
rates continue to grow due to the increasing popularity of airports. Protecting these airports 
is becoming more difficult due to declining police recruitment in national police agencies 
and a continuous effort to do more with less.5 
Depending on the airport’s governing body, several different jurisdictional policing 
methods are in place. For example, Troop F of the Massachusetts State Police has 
jurisdiction at the Boston Logan International Airport (BOS), the Denver Police 
Department at DEN, and the DFW Department of Public Safety, a law enforcement agency 
controlled by a joint airport board at DFW. With these jurisdictional differences come 
different models and practices of policing. A comparative analysis of these different 
 
4 Duane P. McGray, “Airport Policing in the 21st Century,” Airport Improvement Magazine, 
September 2013, https://airportimprovement.com/article/airport-policing-21st-century. 
5 Tom Jackman, “Who Wants to Be a Police Officer? Job Applications Plummet at Most U.S. 
Departments,” Washington Post, December 4, 2018, https://www.washingtonpost.com/crime-
law/2018/12/04/who-wants-be-police-officer-job-applications-plummet-most-us-departments/. 
3 
approaches to the problem may identify or prescribe an all-encompassing policing model 
that best suits the needs of protecting and securing the “aerotropolis.”6  
B. SIGNIFICANCE OF RESEARCH 
An extensive amount of empirical research is available regarding policing models 
currently used by U.S. agencies. These models provide guidance to police executives on 
how their agencies should develop methods to increase legitimacy within their agencies 
and reduce crime while protecting the rights of the people and cultivate working 
relationships within their community. However, these models are focused on policing fixed 
communities with detectible crime patterns. Very little research or guidance is found on 
policing large transient populations combined with the often chaotic and unpredictable 
environments found at major international airports. This research asks the following 
question: as these major airports continue to grow into large metropolitan cities, how 
should airport law enforcement agencies effectively police this unique environment and 
balance the responsibilities of critical infrastructure security with the obligations of modern 
metropolitan policing needs?  
Asking this question in this manner leads to definitive recommendations of best 
practices in airport policing. The question also offers the ability to address the nature of 
airport policing by explaining the concept of the aerotropolis and defining the term 
aerotropolis policing to provide insight into the current and future needs of this field. A 
prescriptive approach also allows for comparative case studies of different international 
airport police agencies, as well as an analysis of different policing models. This approach 
 
6 Boston Logan International Airport: The airport is owned and operated by Massport, a local port 
authority. Troop F of the Massachusetts State Police holds the responsibility for public safety and law 
enforcement. “Public Safety,” Massport, accessed January 9, 2021, 
https://www.massport.com/massport/about-massport/public-safety/; Denver International Airport: The 
Denver International Airport (locally known as DIA) Police Bureau is responsible for policing the airport 
and is a section of the Administration Division of the Denver Police Department. “Police Department,” 
City and County of Denver, accessed December 23, 2020, 
https://www.denvergov.org/content/denvergov/en/police-department/contact/police-
directory.html#:~:text=The%20Denver%20International%20Airport%20(DIA,Uniformed%20patrol%20of
%20airport%20property; Dallas/Fort Worth International Airport: DFW Airport is co-owned by the cities 
of Dallas and Fort Worth, TX and is considered a political subdivision operated by an airport board. The 
DFW Airport Police, part of the DFW Department of Public Safety, are responsible for policing the airport. 
“DFW Airport Department of Public Safety,” DFW Airport, accessed January 11, 2021, 
https://www.dfwairport.com/dps/. 
4 
will not only evaluate tactics, techniques, and procedures but also distinguish what works 
best and offer suggestions to enhance the field, through either current models or a new 
model of policing specific to the field. A possible setback of this paradigm may be finding 
that each airport is too distinct for one specific answer. 
C. HYPOTHESES 
Local governments own the majority of large airports in the United States.7 Since 
the 1920s, if a city wanted to grow and develop, it had to build an airport. This allowed 
them to bring more people in, causing businesses and industries to follow. As the country 
grew into the commercial age of the 1950s, these airports had to grow as well to 
accommodate larger planes and more passenger traffic.8 Many hub airports continued to 
expand into major metropolitan areas themselves with everything major cities had to offer, 
as well as special security and safety needs that go along with being a critical infrastructure. 
As airports and the aviation industry have progressed, and air travel has become easier, 
they have become a target for criminal enterprise and terrorism.9 This situation makes 
policing large airports a unique challenge. It has become apparent that police departments 
tasked with protecting these vital commodities have a significant role to play in crime 
prevention and rapid response to terrorism. The hypothesis of this thesis is: 
• Current policing models are insufficient to demonstrate the needs of 
policing large international airports. Community Orientated Policing and 
Problem Orientated Policing are two of the most prominent models 
currently being used by police agencies across the United States.10 These 
models are effective in permanent populations where communities are 
 
7 Simon Mosbah and Megan S. Ryerson, “Can U.S. Metropolitan Areas Use Large Commercial 
Airports as Tools to Bolster Regional Economic Growth?,” Journal of Planning Literature 31, no. 3 
(August 1, 2016): 318, https://doi.org/10.1177/0885412216653100. 
8 Mosbah and Ryerson, 318. 
9 United Nations Office on Drugs and Crime, Transport-Related (Civil Aviation and Maritime) 
Terrorism Offenses, Counter-Terrorism Legal Training Curriculum (New York: United Nations Office on 
Drugs and Crime, 2014), 1. 
10 Michael D. Reisig, “Community and Problem‐Oriented Policing,” Crime and Justice 39, no. 1 
(2010): 42, https://doi.org/10.1086/652384. 
5 
well known and crime mapping can be used to identify problem areas. 
Airport populations are highly transient and thus require different methods 
and approaches to reduce crime and promote effective relationships 
between tenants, the traveling public, and the police.  
This thesis examines practices and methods being used by large airport police 
departments with differing jurisdictional governance and recommends changes in airport 
policing to benefit agencies and should be considered by executives at large airports across 
the United States. The study also reviews the concept of the Aerotropolis and the manner 
in which large hub airports will continue to grow into large-scale independent cities that 
will require their own methods and models for policing in the future.  
D. METHODOLOGY 
This thesis is a structured analysis of airport policing that focuses primarily on large 
category X airports in the United States.11 To answer the research question, an overview 
of the rapid expansion of airports and the new concept of the aerotropolis describes the 
challenges of policing large airports. The overview is followed by an examination of the 
needs and requirements involved in balancing the responsibilities of airports’ critical 
infrastructure protection and metropolitan policing throughout the airport environment and 
breaks down the aerotropolis into its distinct components.  
This thesis also includes comparative case studies of three airport police 
departments that differ based on operating authority (municipal, state, and airport-
governed) and evaluates how each agency effectively balances the responsibilities of 
airport security and local law enforcement that results in a synthesis of best practices in 
airport policing. The comparison study will examine relationships among the different 
factors introduced through an interview process and research related to each agency to 
 
11 The Transportation Security Administration (TSA) classifies all commercial service airports into 
five security categories (Category IV, III, II, I, and X). Category X airports are the largest and busiest 
airports in the nation when measured by passenger volume and aircraft movements and perceived threat 
levels. These airports require the highest level of security by the TSA. 
6 
determine similarities and differences.12 By identifying processes in their unique policing 
models, how they compare to each other in their application of both airport security and 
localized law enforcement, this study will determine best practices and procedures in 
airport policing. This case study will be broken down into five main parts: organization, 
resource management, perceived challenges, policing models, and community 
considerations. 
The validity of this small case study will be maintained by concentrating on these 
necessary dependent variables when measuring and determining an agency’s effectiveness 
in airport policing.13 The scope of this thesis encompasses airport law enforcement 
dedicated only to policing large international airports in the United States and will not 
include the role of the Transportation Security Administration (TSA) or policing at small 
non-hub airports. The majority of research in airport security has already focused on the 
TSA and the processes it uses to provide security within the airport.  
The primary source of data for this thesis is available academic literature and case 
study findings. While little research is done on airport policing specifically, existing 
literature pertaining to large airports in general, policing models, and critical infrastructure 
protection, is applicable. Other data sources include open-source material, standard 
operating procedures, and crime reporting data from large airport police agencies. Case 
study comparison data is gathered through interviews with members of senior police 
leadership within the three selected agencies.  
The expected output of this thesis is to contribute to best practices in law 
enforcement’s role in protecting large airports. The intent of analyzing the growing trend 
of large airport cities and the requirements of protecting these aerotropoli is to prove a need 
for a well-rounded police agency dedicated to the protection of both the critical 
infrastructure of the airport along with the outlying metropolitan areas within its borders. 
In gathering data from three very different agencies tasked with similar law enforcement 
 
12 Sidney Verba, “Some Dilemmas in Comparative Research Review Articles,” World Politics 20, no. 
1 (October 1967): 115.  
13 Douglas Dion, “Evidence and Inference in the Comparative Case Study,” Comparative Politics 30, 
no. 2 (1998): 127, https://doi.org/10.2307/422284. 
7 
responsibilities at three of the busiest airports in the United States, the objective is to collect 
evidence and data to recommend a policing model specific to large airport law enforcement 
that effectively covers both areas of responsibility.  
E. THESIS OUTLINE 
Major airports are growing as the aviation industry continues to be the primary 
transportation method around the world. As these airports grow, crime and terrorism follow 
by creating an environment in need of specialized policing. Very little research is available 
on airport policing in the United States. 
1. Introduction 
Policing models vary on technique and method but are typically based on traditional 
metropolitan policing. The problem that police agencies at major airports are facing is these 
models do not take into consideration how to police large transient populations and critical 
infrastructure at the same time.  
2. Literature Review 
A vast amount of research and information relating to current policing models in 
the United States is available, however, of that research, very little is dedicated to airport 
policing specifically. This literature review focuses on current research and debate on the 
future of airports, current policing models being employed by metropolitan police 
departments in the United States, the information available on airport policing and security 
topics, and whether current trends in policing can be applied at large international airports.  
3. The Aerotropolis 
This chapter discusses the concept of the airport city and the manner in which rapid 
growth and the current state of the aviation industry are affecting airports and the 
communities they support. This chapter breaks down the airport city into its three symbolic 
components to explain the operational relationship between these elements better. The 
fundamental assumption is that as these components continue to grow and develop, they 
face an increase in crime and congestion and become a more attractive target to terrorism. 
8 
The overall effects of a catastrophic event at a large international airport are quite profound. 
This chapter presents both internal and external costs of a major disruption to put into 
perspective how the effects can potentially reach an international scale.  
4. Aerotropolis Policing 
This chapter defines aerotropolis policing by examining the Aerotropolis’ two 
distinct parts and identifying the needs and requirements of policing both the critical 
infrastructure of the airport, as well as its surrounding metropolitan business districts. 
Many federal mandates and local requirements must be met when securing and policing 
commercial airports, as well as different approaches to ownership and governance of U.S. 
airports. This chapter discusses how the dichotomy of the aerotropolis environment along 
with the way airports are governed affect policing methods and approaches. This chapter 
highlights how popular policing models and training methods are being used across the 
nation and how they may be modified and combined to form an effective model for 
aerotropolis policing. In addition, special considerations for airport policing based on 
previous court decisions and findings are also reviewed. 
5. Comparison Study 
This chapter provides an analysis of how several airport law enforcement agencies 
are approaching the task of policing a large international airport. This study involves an 
overview and comparison of three major international airports considered aerotropoli by 
definition but that differ in the operational governance of their police agencies. To 
understand best practices better, this chapter identifies how these airport police agencies 
compare and contrast to each other in their primary focus and approach to securing their 
areas of responsibility.  
6. Findings, Recommendations, and Conclusions 
This chapter summarizes the findings of this thesis research and reiterates the need 
for a specific policing model that may be a combination of current policing methods that 
will provide guidance to airport law enforcement agencies responsible for protecting and 
securing large international airports. This chapter also provides recommendations and a 
9 
conclusion to address the research question raised in this thesis: As major international 
airports continue to grow into large metropolitan cities, how should airport law 
enforcement agencies effectively police this unique environment and balance the 
responsibilities of critical infrastructure security with the obligations of modern 
metropolitan policing needs?  
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II. LITERATURE REVIEW 
The purpose of this literature review is to explore available research and writings 
on American policing, the policies and practices of policing a large metropolitan airport, 
and the future of that environment. More narrowly, this literature review explores existing 
policing models and strategies as they relate to the responsibilities and difficulties 
surrounding the policing of transient populations while balancing the requirements of 
protecting critical infrastructure with the needs of metropolitan law enforcement. This 
review also identifies literature that addresses the future of airports in the current 
environment and the debate on whether airports are in a transition period of growth or 
decline. Finally, this review addresses arguments concerning current U.S. policing policies 
and procedures and if they may or may not be applicable in an airport setting.  
A. AIRPORT POLICING AND SECURITY 
The majority of research involving the safety and security of the aviation industry 
focuses on securing aircraft and protecting the passengers who are on them.14 This 
viewpoint is understandable based on the value of information pertaining to the attacks on 
9/11 and the use of aircraft in those attacks to prevent another similar event. Subsequent 
threats have also been made to bomb U.S. bound flights in the years following. The amount 
of academic research and literature specific to securing airport infrastructure is much more 
limited. The amount of information pertaining to airport policing specifically is even more 
scarce and stems primarily from independent news articles, airport-related professional 
journals, and magazines. The topic of airport security has been widely debated and 
discussed, with most research concluding that airports are included in the nation’s critical 
infrastructure, are vulnerable to attack, and must be secured.  
However, most articles pertaining to airport security are in reference to the TSA’s 
role in screening passengers and baggage and justifying a need for passenger screening and 
 
14 Mark G. Stewart and John Mueller, “A Risk and Cost–benefit Analysis of Police Counterterrorism 
Operations at Australian Airports,” Journal of Policing, Intelligence and Counter Terrorism 9, no. 2 
(2014): 98. 
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increased security measures post-9/11. For example, Robert Mark goes into detail about 
how airports must balance the responsibility of protecting passengers, employees, aircraft, 
and cargo but speaks specifically to the TSA’s role in that effort and does not mention 
policing.15 While this information is valuable in justifying a need for security and 
confirming the need to protect passengers and aircraft, it does not specifically address or 
articulate the role of law enforcement in the safety and security of the airport environment. 
The primary topic of most airport police related research focuses on federal 
mandates that require dedicated police forces at large airports and how unique and difficult 
the role of an airport police officer is.16 Most articles on airport policing typically focus 
only on one specific airport, specifying the size, passenger loads, and the specialized 
environment that necessitates a different approach to policing that is more customer-
oriented. One airport synthesis produced by the National Academies of Science, 
Engineering, and Medicine specifically relates to models for airport policing.17 This 
synthesis is beneficial in providing general information over a wide topic; however, it is a 
very broad overview and compilation of data based on web-based survey responses of 
airports ranging in size and capacity.  
In relation to security and the transient population witnessed at airports, much of 
the research stems from the privacy debate regarding the use of flight records and the act 
of marrying passenger names and personal details with flight information through 
manifests and flight databases. The use of this information, retention periods and 
controversy over who gets access to this information is what is being questioned and 
discussed.18 While the collection of flight manifests and records does factor into 
intelligence collection and overall safety for the airlines and traveling public, it does not 
speak to the difficulty of policing a population that is fluid and ever-changing.  
 
15 Robert P. Mark, “Airport Security: The Great Balancing Act,” Airport Business, December 2013. 
16 Jim Weiss and Mary Dresser, “Policing an International Airport,” Law & Order; Wilmette 48, no. 10 
(October 2000): 228–33. 
17 Heather Monteiro, Models for Law Enforcement at Airports: A Synthesis of Airport Practice (Las 
Vegas, NV: Airport Cooperative Research Program, 2020). 
18 Sarah Jane Fox, “Policing Aviation and Keeping the Peace: Intelligence-Fed Security,” International 
Journal on World Peace 36, no. 1 (March 2019): 61–90. 
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B. THE FUTURE OF AIRPORTS 
The significance of this thesis is tied to the foreseeable future of airports. The 
importance of airport policing and developing a specific model for airport law enforcement 
is much more relevant if airports are to continue to increase in size and impact. The amount 
of research into the future of airports and the aviation industry show that the industry has 
been on sharp rise since the 1980s even after a few uneven years directly following the 
attacks of 9/11.19 The number of revenue passenger miles of all U.S. air carriers has tripled 
in the last three decades, which has created a need for larger capacity planes, additional 
routes, and larger airports. All things looked promising for airlines and airports with record 
setting passenger and cargo loads year after year until the start of the COVID-19 pandemic 
in March 2020.  
Recent research is now questioning the airline industry’s ability to continue 
exponential growth based on several factors that have emerged, which has caused public 
concern and an increased hesitation to fly. Two fatal crashes of the new Boeing 737 Max 
aircraft lead to investigations revealing failures in company and government oversight, 
complex avionics, a lack of pilot training, the grounding the planes, and that reduced 
confidence in the industry.20 The Green New Deal, a Democratic proposal to cut carbon 
emissions, includes a referendum to limit air travel substantially that may lead to a major 
decline in the airline industry all together.21 The largest and most recent threat to the 
aviation industry has been the COVID-19 pandemic, in which the world-connecting 
network of airports have been blamed, in part, for the proliferated spread of the virus and 
hindered worldwide attempts to contain the spread of the virus.22  
 
19 Appold and Kasarda, “The Airport City Phenomenon,” 1239. 
20 Chris Palmer, “The Boeing 737 Max Saga: Automating Failure,” Engineering 6, no. 1 (February 1, 
2020): 2–3, https://doi.org/10.1016/j.eng.2019.11.002. 
21 Dan Reed, “Here’s How Much a New Green Deal Could Cost U.S. Aviation, Travel and Aerospace 
Industries,” Forbes, February 13, 2019, https://www.forbes.com/sites/danielreed/2019/02/13/heres-how-
much-a-new-green-deal-could-cost-americas-aviation-travel-aerospace-industries/. 
22 Glenn Lawyer, “Measuring the Potential of Individual Airports for Pandemic Spread over the World 
Airline Network,” BMC Infectious Diseases 16, no. 1 (February 9, 2016): 70, 
https://doi.org/10.1186/s12879-016-1350-4. 
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The primary view of research relating to airports post-COVID-19 is that they will 
have to adapt new strategies to maintain growth. These strategies include services that will 
limit passenger and employee contact to minimize spreading any future disease. Research 
has also concluded that new technology is needed to reduce costs for both passengers and 
airlines and to enhance the overall passenger experience pre-flight.23 Most literature 
pertaining to the impact of COVID-19 and the future of airports post-pandemic agree that 
flights will return to pre-COVID numbers. The only disagreement is in how long that 
recovery will take. 
C. U.S. POLICING MODELS 
Since the development of professional policing standards beginning in the 1960s, 
multiple policing models have been established to maximize the effectiveness and 
efficiency of policing strategies. These models include zero-tolerance, broken windows, 
hot spot, community-oriented, problem-oriented, and evidence-based policing. This review 
focuses on the two most popular models in U.S. police departments, community-oriented 
and problem-oriented policing (POP). According to a 2005 National Institute of Justice 
report, a majority of police departments in the United States are now using at least some 
form of community-oriented policing (COP).24 Moreover, a 2008 Department of Justice 
report concludes that POP is now one of the most widely used policing models in the United 
States.25 
To say that both policing models are the two most popular does not mean they are 
mutually exclusive. Much of the relevant literature attests that many agencies in the United 
States have adopted elements of both. Michael D. Reisig states that both strategies are 
compatible, which allows agencies to use both models simultaneously.26 However, many 
 
23 Francisco Serrano and Antonín Kazda, “The Future of Airports Post COVID-19,” Journal of Air 
Transport Management 89 (October 1, 2020): 101900, https://doi.org/10.1016/j.jairtraman.2020.101900. 
24 Wells and Falcone, Policing in the United States, 1. 
25 David Weisburd et al., “The Effects of Problem-Oriented Policing on Crime and Disorder,” 
Campbell Systematic Reviews 4, no. 1 (2008): 9, https://doi.org/10.4073/csr.2008.14.  
26 Michael D. Reisig, “Community and Problem‐Oriented Policing,” Crime and Justice 39, no. 1 
(2010): 1–53, https://doi.org/10.1086/652384. 
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scholars stress that these models, while compatible, are very different approaches, with 
individual and exclusive philosophies guiding officers’ actions toward policing and 
reducing crime. COP practices have changed over time and are now often implemented in 
combination with other programs that make it difficult to analyze components specific to 
its practices over the innovations of other models.27 
All authors agree that to employ a COP strategy effectively, an agency must engage 
and empower the community. This idea will come into play in defining the airport 
community and the difficulty of engaging and empowering a transient population. Much 
of the literature regarding POP differs in the methodology applied, though most scholars 
cite the SARA method (scan, analyze, respond, and assess the situation) as most effective. 
Other writers, including Sidebottom and Tilley, state that the SARA model is too generic 
and over-simplifies a complex process.28 This argument will be important for this study in 
identifying how to effectively identify and address problems occurring in the urban sprawl 
outside the central terminal areas.  
Large international airports are like major metropolitan cities unto themselves, 
similar in size, composition, and population.29 However, many unique factors come into 
play concerning these airports that make them very different from your average 
metropolitan areas. Unique challenges are thus created in design and operation of specific 
policing models to provide safety and security to this challenging environment. 
D. CONCLUSION 
Extensive research has been conducted on the various policing models being 
employed by law enforcement agencies in the United States. This research offers debates 
on the effectiveness of each model, and analyzes their pros and cons and how they compare 
 
27 Anthony A. Braga and David L. Weisburd, Police Innovation and Crime Prevention: Lessons 
Learned from Police Research over the Past 20 Years (Washington, DC: National Institute of Justice, 
2006), 3. 
28 Aiden Sidebottom and Nick Tilley, “Improving Problem-Oriented Policing: The Need for a New 
Model?,” Crime Prevention and Community Safety 13, no. 2 (May 2011): 79–101, 
http://dx.doi.org/10.1057/cpcs.2010.21. 
29 Scott McCartney, “Where a Cop’s Beat Includes a Tarmac,” Wall Street Journal, sec. Travel, April 
8, 2010, https://www.wsj.com/articles/SB10001424052702303591204575169803460495206. 
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or differ from each other. It is also easy to find academic and professional research 
regarding the development and operation of major airports. Kasarda’s writings seem to be 
the thread connecting most research on major airports and the concept of the aerotropolis 
across many fields, including engineering, design, and even finance as it relates to airports. 
This approach makes sense, as he coined the term and has completed a wide range of 
research on the topic. However, it also makes it difficult to find conflicting ideas or 
arguments. 
Very little academic or professional literature is specific to the tasks and 
responsibilities of policing the aerotropolis. This thesis serves to contribute to the on-going 
discourse of policing in hopes of adding value to this concept of providing vital public 
safety and security to this nation’s largest and busiest airports. The first step in joining this 
conversation, before offering analysis on policing the aerotropolis, is to define exactly what 
an aerotropolis is and what makes it unique and distinctive.  
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III. THE AEROTROPOLIS 
A. THE AIRPORT CITY 
While this thesis is about analyzing the responsibilities and requirements of 
policing an aerotropolis, to understand these elements better, context and background 
information pertaining to what exactly constitutes an aerotropolis and what challenges they 
present to modern policing must be presented. Therefore, a brief synopsis of the 
aerotropolis environment, the role it plays within its regional makeup, and the impact it has 
to global connectivity, the economy, and critical infrastructure is vital to better understand 
the magnitude of maintaining safety and security. The Aerotropolis is not a new concept 
but it is a fairly recent phenomenon due to the continued growth of the airline industry and 
the hub and spoke design adopted by many large commercial air carriers. When Dutch 
engineers and planners were developing the expansion of the airport in Amsterdam, they 
were banking on an idea that “the airport leaves the city; the city follows the airport; the 
airport becomes a city”.30 This concept helped establish Amsterdam Airport Schipol as the 
world’s first aerotropolis-by-design.31  
Several airports in the United States are growing at exponential rates and seeing 
passenger numbers that rival the populations of many major industrial cities.32 They 
intersect major highways and act as localized city-centers with hotels, shops, entertainment 
venues, and more. These aerotropoli are more than just airports and are often understood 
as “detached universes within their own time-space logics,” “spaces of flows,” and “zones 
of perpetual transit.”33 Kasarda envisioned this concept when he coined the term 
Aerotropolis. 
An aerotropolis is a metropolitan subregion whose infrastructure, land use, 
and economy are centered on an airport. Similar in shape to the traditional 
 
30 John D. Kasarda and Greg Lindsey, Aerotropolis: The Way We’ll Live Next (New York: Farrar, 
Straus and Giroux, 2011), 20. 
31 Kasarda and Lindsey, 20. 
32 Appold and Kasarda, “The Airport City Phenomenon,” 1244. 
33 Mark B. Salter, Politics at the Airport (Minneapolis: University of Minnesota Press, 2008), 108. 
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metropoli made up of a central city commercial core and its outlying 
commuter-linked suburbs, the aerotropolis consists of a multimodal airport-
based commercial core (airport city) and outlying corridors and clusters of 
aviation-linked businesses and associated residential developments that 
benefit from each other and their accessibility to the airport.34 
The introduction of the hub and spoke system, created by American Airlines in the 
early 1980s with the opening of their first hub at DFW, began a revolutionary change in 
the way people travel by air.35 International airports and commercial air travel connect the 
far reaches of the world, and since its inception in the early 20th century, it has become the 
economic engine for many metropolitan areas.36 To adapt to the growth of the air industry, 
airports have been forced to expand from small single-runway airfields to bustling multi-
runway, multi-terminal aerodromes. Most people consider the airport environment to 
consist only of the terminal and ramp areas where they arrive and depart on aircraft. It is 
the area most familiar to them and the area of which they are typically speaking when they 
say they are “going to the airport.” However, many large hub airports have become much 
more than that. According to Kasarda, airports are often viewed as the area confined to the 
familiar terminal property that supports passengers embarking and disembarking from 
airplanes.37 However, just as central cities have not stopped growing past political 
boundaries, large airports are not confined strictly to air terminals and are instead classified 
into three main symbiotic components.  
The first component, the airport’s functional form, is often unobserved as being 
part of the central airport structure. This functional form is the consortia of reliant firms 
and businesses within the airport’s commercial reach that are at least partially dependent 
on the aviation industry or the airport for economic reasons.38 The second component is 
 
34 John D. Kasarda, “Aerotropolis,” in The Wiley Blackwell Encyclopedia of Urban and Regional 
Studies, ed. Anthony M. Orum (Atlanta: American Cancer Society, 2019), 1–7, 
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36 “Economic Impact Study,” Airports Council International—North America, accessed November 6, 
2020, https://airportscouncil.org/intelligence/economic-impact-study/. 
37 Kasarda, “Aerotropolis.” 
38 Kasarda. 
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the spatial form, which consists of the many business developments within the airport 
boundary that are easily recognizable as being airport-related or as part of the central airport 
structure.39 This form is what most people consider when they think of an airport. The 
third and final component of the airport environment is its connections and linkages. This 
component consists of an intermodal collection of transportation infrastructures that shape 
the use of the airport and its connectivity to other regions, including highways, railways, 
and air routes.40 As shown in Figure 1, all these interdependent components make up the 
aerotropolis environmental structure. 
 
Figure 1. Three Symbolic Components of the Aerotropolis.41 
This infrastructure has developed over time to become just as big and prevalent as 
many city centers in large metropolitan areas, to include economic impact and population. 




41 Source: Kasarda. 
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population rivals that of the population of St. Louis, Missouri, and over five times the daily 
attendance of Disney’s Magic Kingdom.42 In 2018, DEN’s total revenues surpassed 33 
billion dollars for the year.43 In comparison, this economic impact is similar to the entire 
gross domestic product of the countries of Estonia, Latvia, and Bahrain.44  
One major difference between large airports and other large cities is permanent 
residency. While large metropolitan cities have fixed and established residences, large 
airports are primarily transient and strictly non-resident populations. An international 
airport is a city like any other city, except it consists of 100,000 strangers and a critical 
transportation infrastructure. While many business travelers may think they live at airports, 
most people in an airport terminal at any given time may very well never see each  
other again. 
These large airports are major players in local and global economies. In 2017, U.S. 
commercial airports supported over 11 million jobs and produced a total economic output 
of over $1.4 trillion.45 As the growth of these airports continues, it will bring more business 
and more economic opportunity, which leads to more people utilizing airports, for either 
travel, employment, or recreation. Airports Council International predicts that global air 
travel will double by the year 2034.46 As a byproduct of this growth and influx of people 
and property, the economic impact will continue to rise. However, more people and more 
money bring higher crime rates that eventually lead to a greater need to increase public 
safety and security.  
 
42 Josie Mumm, “8 Fascinating Facts about the Busiest Airport in the World,” Business Insider, 
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B. AIRPORT CRIME TRENDS 
The 1967 President’s Commission on Law Enforcement and Administration of 
Justice proclaimed, “there is much crime in America, more than ever reported, far more 
than ever is solved, far too much for the health of the nation.”47 Today, crime continues to 
occur wherever people and high-value commodities are present. In a Bureau of Justice 
Statistics survey between 2004–2008, nearly half of all violent crimes and a quarter of all 
property crimes occurred in commercial places, parking lots, and open public areas like 
airports and public transportation.48 Law enforcement agencies are federally mandated to 
provide public safety at all major airports, and yet, crime still continues to happen. 
Airports are known as highly valuable critical infrastructure threated by both crime 
and terrorism.49 However, when it comes to crime rates at major international airports, it 
is difficult to gather statistics and numbers. Based on the Federal Bureau of Investigation 
(FBI) and the Bureau of Justice Statistics (BJS), crime rates, especially those involving 
violent crime, in the United States are considerably lower now than they were in the 
1990s.50 One survey shows crime rates at airports exceed the national average, especially 
in the business areas and transit stations surrounding the airport terminals.51 Currently, 
hardly any organization is dedicated to the collection of airport crime data with most 
airports either not reporting, or statistics being included in overall city crime totals, which 
makes it difficult to isolate those occurring at airports from the rest occurring across the 
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city.52 A few airports fall into a category of having their own law enforcement authority 
that reports to the FBI’s Uniformed Crime Report. This type of reporting makes it easier 
to study crime at those specific airports but does not help when trying to compare airport-
to-airport, or overall airport crime. While it may be difficult to collect data on international 
airport crime, it is well known that crime is occurring.53 
A USA Today study on national crime trends showed that a person was four times 
more likely to be a victim of a crime at an airport terminal than on an average street 
corner.54 At some airports like Philadelphia and Newark, the numbers were even greater 
at almost eight times the national average of crime victimization.55 While the number of 
violent crimes may not be as high as in certain metropolitan areas, the large quantity of 
parked vehicles and travelers carrying luggage, as well as a primarily transient population, 
make a prime environment for opportunity crimes like burglary, theft, and robbery.56  
This is not to say that major crimes do not occur at major airports. Drug and human 
trafficking have become a primary focus for airport administrations, which has led several 
airport organizations, including the International Air Transportation Association (IATA), 
to commit to taking action against trafficking.57 According to the U.S. State Department, 
a large percentage of the 50,000 people trafficked in the United States each year will travel 
through a major U.S. airport.58 Illegal drug trafficking has also become a national crisis. 
Most drug trafficking originates outside the United States and traffickers are using 
 
52 Randy Kraft, “Newark, JFK and Phila. Airports Top Crime List,” The Morning Call, February 26, 
1995, https://www.mcall.com/news/mc-xpm-1995-02-26-3018910-story.html. 
53 Brian Michael Jenkins, “Airport Violence—Not a New Phenomenon,” RAND, November 2, 2013, 
https://www.rand.org/blog/2013/11/airport-violence-not-a-new-phenomenon.html. 
54 “USA Today Study: Crime Risk Higher near Airports, Central Train Stations,” CBS DFW, July 12, 
2011, https://dfw.cbslocal.com/2011/07/12/study-crime-risk-higher-near-airports-central-train-stations/. 
55 Gary Stoller, “Crime Lurks Outside Airports, Rail Stations,” USA Today, July 12, 2011. 
56 Stephen Jarrell and Roy M. Howsen, “Transient Crowding and Crime: The More ‘Strangers’ in an 
Area, the More Crime Except for Murder, Assault and Rape,” American Journal of Economics & Sociology 
49, no. 4 (October 1990): 483–94, https://doi.org/10.1111/j.1536-7150.1990.tb02476.x. 
57 “Human Trafficking (HT),” International Air Transport Association, accessed October 30, 2020, 
https://www.iata.org/en/policy/consumer-pax-rights/human-trafficking/. 
58 Juliana Petani, “Human Trafficking in Aviation: On the Responsibility to Report and Who Exactly Is 
Responsible,” Globus: University of San Francisco, November 2019, 
https://www.usfca.edu/journal/globus/winter-2020-13. 
23 
commercial airlines, the fastest and most reliable transportation mode, to get illegal drug 
shipments into the country.59 
Another reason for higher crime rates at airports is the strict rules on carrying 
weapons and other prohibited items.60 Those who have traveled by commercial airliner 
understand the tight security process of the TSA checkpoint. When all passengers and 
luggage are required to go through administrative searches and screening, the likelihood of 
finding these prohibited items increases. According to the TSA, in 2019, nearly 4,500 
firearms were located being brought through airport screening checkpoints either in carry-
on bags or on the passengers themselves.61 Atlanta’s Hartsfield-Jackson, DFW, DEN, and 
George Bush Intercontinental in Houston were the top airports where weapons were 
located. All these airports would be considered aerotropoli.62 
While these crimes are occurring at major airports, law enforcement agencies 
dedicated to providing safety and security are challenged in their attempts to reduce and 
prevent these crimes to provide a safer and more customer-friendly experience for the 
traveling public. Metropolitan police agencies often rely on a quantitative analysis of 
crime, and study extrinsic variables like routine activities and social interactions within the 
population presiding in their jurisdiction to help reduce offenses and to distribute resources 
better.63 Qualitative analytics may work well in a well-defined population; however, at 
major airports, it is problematic due to the transient nature of the populous, both the 
traveling and the general public. The employee population at these airports would 
constitute the only non-transient group able to be assessed for crime prevention measures. 
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This population provides an equally difficult challenge in preventing insider threats and 
internal crime. 
At times, the greatest threat to an airport is the airport employees themselves. 
Airport security, by design, is made to keep potential threats, such as hijackers and 
explosive devices from entering an aircraft. However, the airport security environment has 
varying gaps that make it susceptible to subversion and exploitation by airport and airline 
employees with certain access privileges.64 In 2018, 10 airline workers at DFW were 
indicted after an undercover sting operation on charges of smuggling illicit substances and 
narcotics onto departing aircraft.65 The operation ended and the suspects were arrested 
when the employees agreed to smuggle explosives onto an aircraft. 
All these crimes have a detrimental cost involved. Whether it be in loss of life, man 
hours trying to prevent or solve the crimes or cost to the passengers, airports, 
concessionaires, and airlines in lost revenue. Reducing and preventing crime and terrorism 
at major airports is something that has to happen to keep these economic engines running 
and operating at full capacity. 
C. EFFECTS OF A CATASTROPHIC EVENT 
International airports provide an unrivaled network of travel and commerce vital to 
national and global prosperity. The high value of this network presents a prime target for 
terrorist organizations.66 Large congregations of people in ticketing queues, baggage 
claims, and checkpoints often create opportunities for active killing attacks that potentially 
results in a catastrophic loss of life.67 This loss of life was seen in the 1972 Lod 
 
64 Alan Black, “Managing the Aviation Insider Threat” (master’s thesis, Naval Postgraduate School, 
2010), 1. http://hdl.handle.net/10945/5039. 
65 Stephen Young, “Workers at DFW Busted for Moving Fake Meth after Agreeing to Move Real C-
4,” Dallas Observer, May 16, 2018, https://www.dallasobserver.com/news/dfw-airport-employee-
smuggling-ring-busted-by-feds-10694242. 
66 Abdollah Shafieezadeh, Eun J. Cha, and Bruce R. Ellingwood, “A Decision Framework for 
Managing Risk to Airports from Terrorist Attack,” Risk Analysis 35, no. 2 (2015): 292, 
https://doi.org/10.1111/risa.12266. 
67 Linda JAshari, “Soft Target Security: Environmental Design and the Deterrence of Terrorist Attacks 
on Soft Targets in Aviation Transportation,” Homeland Security Affairs XVI (March 2018), 
https://www.hsaj.org/articles/14522. 
25 
International Airport Attack in Tel Aviv, Israel, and the 1985 Rome and Vienna Airport 
attacks where congregations of passengers were targeted.68 Causing any kind of delay or 
interruption in flight operations at a single airport can cause a ripple effect that can greatly 
hinder the entire network and have major economic impacts. Thus, as seen in Figure 2, 
terrorist organizations have sought to target large airports and commercial air travel in 
high-profile attacks to bring fear and hesitation to the flying public and severe economic 
loss to the nation while security agencies have been reactive in addressing these 
incidents.69  
 
Figure 2. Timeline of Attacks in Airport Public Areas, and Actions to 
Address the Security of Airport Public Areas.70 
The devastation of the attacks on September 11, 2001 that originated at three major 
U.S. airports, motivated legislation to enhance the security and safety of the complex and 
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critical airport infrastructure. This legislation was in part due to the prolific and detrimental 
cost of the 9/11 attacks and what future attacks on airports would cost the nation if not 
prevented. It is now known what the effects of a catastrophic event like 9/11 can have on 
the world when all major airports are effectively closed for an extended period of time. It 
is something everyone hopes to never experience again. However, just causing a simple 
delay at a single airport that lasts a few hours can have a critical impact on airports and 
airlines.71  
The Logistics Management Institute (LMI) has created an analytical solution to 
estimating the cost of delays at airports within the National Airspace System (NAS) called 
LMINET. Using airport capacity models, along with over 14 other parameters including 
weather conditions, technology and procedural changes, LMI can estimate delay times 
caused by varying circumstances and delay costs to airports and airlines.72 In 2010, airports 
within the NAS experienced 2.61 million hours of delays throughout the year. This number 
equated to approximately $7.8 billion in lost revenue.73 In other words, every hour of delay 
at an airport costs the airlines $3,000 per plane. At most major airports, it is not uncommon 
to have over 100 aircraft on the ground either embarking or disembarking passengers. Even 
a minor incident causing only a few hours of delay to the airport has the potential to cost 
over $500,000 even without major damage and no loss of life. These factors demonstrate 
the importance of protecting the operations of these large airports from any threat that may 
cause interruptions and delays.  
Several organizations within government, industry, and academia have provided 
methodology for calculating and assessing risk to airports from both natural causes and 
man-made events like terrorism.74 Managing these risks is essential to maintaining the 
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functionality and operational stability of the aviation network. In determining the risk of 
attack, human behavior, as well as the potential cost and consequence of the event, is 
calculated. In these assessments, it is determined that the feasibility of specific human-
based threats is reduced when countermeasures, such as high-visibility deterrence, 
behavioral detection operations, and increased screening and surveillance technologies, are 
implemented.75 
D. CONCLUSION 
The Aerotropolis is a highly complex environment essential to modern society 
because of its vast impact on the global economy, transportation, and tourism.76 Exceeding 
beyond the familiar structures of the terminal gates and ramp areas, this venue extends to 
industrial, commercial, and mixed-use zones that both support the airport and rely on the 
airport for business. These aerotropoli are expanding to become self-sufficient and 
independent metropolitan centers that help drive the economy of the major cities they 
inhabit. The populations alone at any given time at these major airports rival the numbers 
of many large cities and the only difference is that the airport population is highly transient 
and does not reside on airport property. It is important to understand the complexity and 
diversity involved in the aerotropolis landscape to appreciate the difficulties involved in 
keeping it safe and secure. 
Crime and terrorism are significant concerns to airport administrations, 
stakeholders, and law enforcement agencies sworn to protect these infrastructures. Crime 
rates at large international airports are difficult to calculate, but as crime rates rise, more 
effort is needed in reduction and prevention methods and programs. Airport police agencies 
dedicated to providing law and order must be able to adapt as the industry advances, and 
these aerotropoli grow in size and population to keep the network operation running 
smoothly and preventing catastrophic loss. 
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As experienced in the aftermath of the attacks on 9/11, airports are vulnerable 
targets of opportunity to terrorist organizations. The cost of the 9/11 attacks was 
detrimental both in loss of life and in economic impact. These attacks were the catalyst in 
the creation of new legislation and government institutions charged with preventing 
another attack of that magnitude. However, even minor delays caused by criminal activity 
or other lesser incidents, can also have a damaging impact on airports and airlines that cost 
them millions in lost revenue.  
With the complexity of the aerotropolis environment and the critical role it plays in 
the global arena, the need for effective law enforcement is amplified. The crimes 
experienced at large airports, while similar in nature to other metropolitan areas, differs in 
their ability to be mapped, analyzed, and evaluated for preventative measures. Transient 
criminality makes many of the current policing models used by other city agencies difficult 
to adapt to the airport environment.77 The threat of terrorism alone constitutes a need for 
a strong deterrence, detection, and defensive strategy different from most metropolitan 
cities. A new model designed specifically for protecting the aerotropolis may be of value 
to agencies dedicated to policing this environment. 
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IV. AEROTROPOLIS POLICING 
A. DEFINITION 
The aerotropolis, as it has been defined, is a complex symbiotic ecosystem with 
business and mixed-use districts surrounding a large international airport at its epicenter.78 
Therefore, aerotropolis policing is a term developed to identify the specific responsibilities, 
requirements, and methods employed exclusively by aerotropolis law enforcement 
agencies to provide effective public safety and security services in this unique and complex 
environment. This method of policing includes, not only the critical infrastructure security 
practices required to keep airport operations running and the traveling public safe and calm, 
but also the techniques needed to police a modern metropolitan area within the outlying 
expanses surrounding the airport. Under this policing model, law enforcement agencies 
responsible for providing public safety to major airports must balance the needs of that 
airport with many other demands as these airports continue to grow. According to 
Monteiro: 
airport law enforcement personnel find themselves facing a growing 
multitude of responsibilities, such as deterring, investigating, and 
preventing crime; performing traffic enforcement; gathering information 
and intelligence; responding to calls from air carriers and airport operators; 
and supporting the Transportation Security Administration in screening 
passengers—all while protecting the airport that has a considerable 
economic impact on their communities.79  
The more well-known law enforcement models employed by other metropolitan police 
agencies may work well in an aerotropolis setting, but must be adapted to fit the unique 
airport environment if they are to be effective.  
Aerotropolis policing is an adaptation of current policing models to suit the unique 
environment better in which law enforcement officers must police a loosely defined 
community of passengers, employees, and the general public under the threat of a terrorist 
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attack, pandemic proliferation, transient crime, and economic collapse. Technology, 
training, and resource management play a large role in aerotropolis policing for the 
purposes of promoting deterrence and facilitating defense against crime and terrorism 
within the aerotropolis environment; an environment that includes both expansive enclosed 
indoor spaces and open terrain. Aerotropolis policing is also intended to address legal 
concerns and requirements that impact transparency and public trust in airport law 
enforcement. Current methods of policing large international airports consist of trying to 
deploy current operational models in an environment where those models are inadequate 
for the policing tasks at hand. It is like trying to force the proverbial square peg into the 
round hole. Having a specific model designed for policing the aerotropolis would have the 
benefit of addressing the differences of policing two very different conditions and settings 
at the same time and make an aerotropolis policing model unique and necessary. The two 
very different settings in question constitute the dichotomy of the aerotropolis, the critical 
infrastructure or “aero” portion of the aerotropolis, and the surrounding metropolitan or 
“tropolis” areas.  
B. CRITICAL INFRASTRUCTURE PROTECTION (AERO)  
The critical infrastructure of an airport is a complex security system of 
interconnected public and restricted areas utilizing a vast range of equipment, technology, 
procedures, and operational approaches to provide a safe environment for the traveling 
public.80 The terminology of the different components alone can become confusing when 
considering they are classified into two sectors, “land” and “air.” The land side consists of 
the public roadways, business, and “non-sterile” portions of the terminals; “sterile” is the 
term used to denote an area that cannot be entered without inspection or specific 
credentials. The air side consists of the sterile concourse, along with the aircraft operations 
areas and any other area not accessible to the general public.81 As shown in Figure 3, these 
two sectors are broken down further into the public areas and sterile concourse of the 
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terminal buildings, the secure areas of the ramp and apron, the movement and non-
movement areas of the airport operations area (AOA) and any security identification 
display areas (SIDA) within these components.82 Many of these areas overlap or are 
marked with more than one of these designations. For example, the apron around a terminal 
where aircraft park may be considered an air side, non-movement SIDA zone located 
within the overall AOA. 
Figure 3. Public and Secure Areas of Major Airports.83 
Large airports are typically also separated into commercial, cargo, and general 
aviation spaces, each governed by different rules and regulations. Some major airports also 
have a military airbase attachment as well, which complicates things even further. One 
vital aspect of major international airports that often is overlooked is that they are also 
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national points of entry. Therefore, some areas of these airport terminals are considered 
international territory, which raises important jurisdictional issues. The law enforcement 
officers responsible for airport policing must be very familiar with each of these areas and 
boundaries. Understanding the unique laws and regulations that apply to them, and what—
or who—is allowed or prohibited within them can be complicated and typically takes time, 
experience, and additional training to master.84 
This complex system merits the need for a highly trained and well-equipped police 
force. The threat of terrorism alone warrants having an adequate force to deter and prevent 
an attack. However, legislation has gone further to ensure these infrastructures are well 
protected. U.S. Code of Federal Regulations title 49 sec. 1542 details the federal mandates 
regarding airport security and the general requirements for all major U.S. airports to have 
a certified airport security program including what the program shall entail.85 In sec. 
1542.215, the code states that “each operator required to have a security program must 
provide:  
• Law enforcement personnel in the number and manner adequate to 
support its security program;
• Uniformed law enforcement personnel in the number and manner 
adequate to support each system for screening persons and accessible 
property required, except to the extent that TSA provides Federal law 
enforcement support for the system.86 
By definition, each aerotropolis in the United States falls under the regulations of 
this code and is required by law to provide a sufficient law enforcement presence within 
the airport proper. The code goes on to address the requirements of law enforcement 
84 Price, 11. 
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personnel to include having full arrest authority, being easily identifiable, armed, and 
having completed a specified training program sufficient for state licensure.87  
In most U.S. states, the state police agency or county sheriffs provide enforcement 
of criminal laws within unincorporated jurisdictions. While obligated to support some law 
enforcement presence, the state and the local sheriff’s office do not have a specifically 
mandated number of personnel they are required to provide municipalities.88 Major 
airports differ from other metropolitan cities in this aspect. Most incorporated areas have a 
dedicated police department because taxpayers have agreed to pay for services to ensure a 
faster response and adequate public safety. At airports, dedicated police officers in 
adequate numbers provide effective policing and quick response because federal law 
mandates it.  
The benefit of having dedicated law enforcement officers patrolling an airport may 
be questioned. Why not instead have officers from a nearby city or host county agency 
respond if needed, as they would provide services to a home or business within their 
jurisdiction? To answer that question, look at studies of dedicated school resource officers 
(SROs). Much like airport police, SROs are assigned to enforce state laws on school 
premises, address disciplinary issues, and act as a crime deterrent by patrolling school 
campuses. SROs have specialized training and unique knowledge of the areas for which 
they are responsible.89 Airport police officers and SROs have many similarities. Both have 
“campus police” job functions, require specialized training, and their employment is based 
on how their jurisdiction—a school—is owned and operated, either by local government 
or board authority. In a 2006 FBI Law Enforcement Bulletin, Peter Finn discusses four 
primary benefits to having specialized SROs patrolling schools: 
• Reduced workload for officers in surrounding jurisdictions 
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• Improved image among juveniles  
• Better police-school relationships  
• Enhanced agency reputation90 
The same can be said about airport police. Having dedicated officers patrolling the 
airport environment reduces workload and provides better resource management by having 
officers remain on port instead of responding to calls across the rest of the city. Having 
dedicated police on the airport grounds can reduce and possibly eliminate some emergency 
calls due to deterrence. While deterrence is difficult to measure, having a strong officer 
presence in an area has an effect of reducing crime.91 Having these police officers remain 
within the specific locale also reduces response times, increases police proactivity, and 
frees up officers in other districts from having to respond. Airport police create an 
improved image among the traveling public when they see officers in the area keeping 
them safe and providing customer service. Much like the SRO program, collaboration with 
teachers and school administrators, having airport officers work with other airport business 
and stakeholders to build a safer and more secure airport environment, creates a better 
police-airport relationship and enhances the overall agency reputation.92  
While crime prevention and counter terrorism are key priorities of airport policing, 
another aspect of serving in this atmosphere is providing effective customer service and 
enhancing the customer experience for the millions of passengers who travel through the 
airport each year. Answering questions, assisting airlines with passenger complaints, and 
directing people where to go when they are lost, are just a few of the many additional things 
that make police officers within the airport more like a concierge with a gun. This concept 
of law enforcement has been defined as “reassurance policing” where officers provide a 
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positive value to the area through helpful and reassuring experiences with the public.93 
Having the demeanor to interact with the public in a positive way affords a better flying 
experience and keeps people coming to the airport for their travel needs. This customer 
service role is becoming even more prevalent as many major airport terminals are being 
transformed and designed more like high-end shopping malls and entertainment venues.94 
Many airports in Europe pioneered the design of putting money-making 
concessions and shops into their terminals to attract the traveling public into making 
purchases while they wait for flights.95 American airports have taken this approach a step 
further and created the mega-mall atmosphere with luxury shopping, hotels, entertainment, 
and a wide variety of restaurants and bars. Policing this mall-like terminal environment 
may be good for foot patrol with a balmy 70-degree temperature year-round. It also creates 
ample opportunities for shoplifting and customer complaints. Also, the abundance of 
alcohol served at airport terminals could compete with some cruise ships. Most airport 
terminals have multiple bars and restaurants, some serving alcohol 24 hours a day.96 This 
scenario leads to an influx of intoxication offenses and arrests.  
Finally, the issue of the transient population creates its own challenges to airport 
policing, with hundreds of thousands of passengers traversing the airport every day and a 
large homeless population attracted to airports for their survival utilities.97 Due to the 
majority of the population being relative strangers, they are more inclined to commit crime 
and are typically less engaged in community participation.98 
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The many components of the critical infrastructure of airports create a challenge to 
law enforcement agencies. The myriad of airport regulations and restrictions related to each 
section of the system requires specialized knowledge and expertise. Federal law has 
specific regulations requiring a sufficient, well-trained police presence within the airport. 
As terminals continue to be transformed into high-end shopping malls with expensive 
merchandise to be stolen and plenty of bars and pubs to keep travelers well imbibed 
between flights, the role of the airport police officer will continue to become more 
challenging.  
The major airport within the aerotropolis system is the most heavily populated area 
with the most economic impact and the most to lose in the event of a major incident. This 
spatial form is typically the prime focus of aerotropolis policing, and the demanding 
people-oriented environment requires added patience and empathy.99 This is not to say the 
functional form and linkages are not important and do not warrant proper policing. Law 
enforcement agencies must find a balance in managing the needs of each division and 
dedicate the necessary focus and resources to each area as needed.  
C. METROPOLITAN POLICING (TROPOLIS) 
Policing the functional form and linkages of the surrounding business complex of 
the aerotropolis is very similar to traditional policing elsewhere. Officers responsible for 
these areas answer emergency calls, work patrol districts, and enforce traffic laws 
comparable with policing an industrial campus in any other major city. Traditional policing 
refers to the myriad of different approaches and practices used by law enforcement 
agencies to preserve the peace and maintain public order.100 As Lippert and Walby state, 
traditional policing can be defined as “a varied set of practices enlisting an array of 
technologies, practices, spaces and persons to accomplish numerous order maintenance 
objectives, with complex consequences and implications.”101  
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The surrounding metropolitan business complex is typically made up of large 
warehouse structures, transportation and supply chain-related businesses, mass transit 
stations and mixed-use shops, and hotels and restaurants.102 These districts tend to attract 
typical property crimes like burglary, vandalism, and theft.103  
While the industrial climate and demographic composition of the metropolitan 
complex surrounding the airport is similar in makeup to other business and mixed-use areas 
of major cities, it is still unique due to the port atmosphere and close proximity to the major 
international airport. The primarily work-related nature of the population within this 
district can create a lack of ownership and engagement in the environment. These feelings 
can lead to a lack of community interest in investing in or protecting these surroundings. 
Research has shown that some of the highest crime rates occur within central urban 
business districts.104 These crime rates could potentially lead to spiraling decay and an 
increase in social decline if not properly policed. This concept is the key focus of Wilson 
and Kelling’s broken windows theory.105 
Broken windows theory has become embedded vocabulary within criminal justice 
and criminological academia and has outlined many metropolitan law enforcement 
agency’s policy and practices regarding policing within their jurisdictions.106 The idea that 
a broken window left unrepaired will lead to urban decay and social decline has guided 
efforts in policing for the last 30 years.107 Studies in urban policing and even adjacent 
fields often involve varying viewpoints of this theory and use it to explain social 
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phenomena and trends. However, these studies often “talk past each other” and fail to take 
other variables and commonalities into consideration.108  
The policies involved in policing urban areas should consider broken windows 
when identifying problem locations and maintaining order. Policing the metropolitan areas 
of the aerotropolis is no different. Ensuring the appearance of order maintenance and 
prosperity in these industrial areas should have a positive effect on crime rates and urban 
decline. Broken windows should be one of the models adapted and employed in securing 
and safeguarding the surrounding metropolitan complex. Utilizing broken windows to 
maintain order and reduce crime may be easier on an airport property when considering 
the concept was developed to improve community life in urban neighborhoods where crime 
and disorder were usually “inextricable linked.”109 Due to the airport environment being 
free of permanent residents and more of a business district atmosphere, disorder is less 
predominant and easier to observe and address. It may not attain the same level of 
community investment and engagement as a neighborhood setting. However, it is still a 
place of business that warrants a level of constant maintenance and upkeep. As stated 
before, agencies also need to look at other mitigating factors and foci when enlisting 
resources, practices, and policy in policing these areas.  
D. OWNERSHIP AND GOVERNANCE 
How an airport is owned and governed affects how it is operated and regulated.110 
An airport can be owned and operated in several different ways with each having its own 
benefits and challenges that becomes more apparent in Chapter V’s comparative study. 
Most airports in the United States are owned and operated at the local level. Of the 550 
airports in the United States designated for commercial air travel, nearly 200 are owned by 
municipalities and almost 100 are operated at the county level.111 In other words, city or 
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county law enforcement officers police over half of all airports in the country. Having an 
airport policed by a local city or county agency creates a policing environment in which 
the airport is only one of many districts or specialty areas within the department that 
officers may be assigned as a duty assignment. Budgeting is one significant difference 
between locally controlled airports and other city or county functions. Major airports are 
self-sustaining and rely on ticket fares, parking fares, landing fees, and other revenue to 
support operations instead of local city or county taxes.112 DFW actually puts money back 
into city coffers annually due to tax share agreements with its surrounding city 
governments.113 In 2011, DFW contributed to approximately $63 million in shared tax 
revenue.114 The significance of being self-sustained from various revenue streams means 
airports are not reliant on citations and fines from airport police for operational funding 
like many cities are.115 
The second most prevalent type of airport ownership and governance is through 
independent airport authorities.116 Authority governance is the most dominant form of 
airport ownership and operation globally, but it is not quite as popular as municipal 
regulation within the United States.117 While still considered local control, many cities 
have chosen to transfer ownership and management of an airport to an autonomous port 
authority to oversee everyday operation. The majority of airport authorities consist of a 
governing body of appointed board members; they are not directly accountable to 
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voters.118 Airport authorities have the power to create their own independent law 
enforcement agency, or in some cases, retain the city, county, or state police agency 
responsible for the jurisdiction where the airport is located.  
The few remaining U.S. airports not controlled by local or authority governments 
are owned and operated in various other ways. State governments own 10 airports, six 
airports are controlled by universities and a few smaller airports are privately held.119 Law 
enforcement responsibility in these outlying airports is typically still maintained at the state 
or local level.  
The specific type of ownership that each airport falls under designates how it is 
governed and policed. Most airports are small enough in size and operation so that law 
enforcement responsibility is easy to manage and typically considered a duty station for 
local agencies. However, major international airports in the United States falling within the 
definition of aerotropolis require a higher level of policing. This policing not only 
incorporates providing a policing function within the spatial form of the airport proper, but 
also across the multiple layers that envelope the aerotropolis system resulting from the 
number of businesses and people that fall within the purview of the airport. These airports 
are large enough to be considered cities themselves and must be policed as such. The 
unique and difficult aspect of aerotropolis policing requires a model that effectively 
balances the needs of the surrounding metropolitan structures with the requirements of the 
critical infrastructure.  
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E. COURT DECISIONS AND COMMUNITY POLICING 
A fundamental concern of any democratic policing model is how to balance crime 
reduction efforts with the civil rights of the people being policed.120 This concern is no 
less important within the aerotropolis and has been continually challenged by case law. 
The issues debated in the courts have primarily been concerned with government 
interference and the protection of travelers against violations of their First and Fourth 
Amendments.121 Another challenge to airport administrations is the question of whether 
an airport should be considered a public forum or a private venue, which therefore makes 
the airport a more restrictive environment.  
Even before the attacks of 9/11, the idea of security screening at airports has been 
challenged in court. The argument was that subjecting people and luggage to 
magnetometers and x-ray screening was a violation of their rights provided by the Fourth 
Amendment and therefore unconstitutional. Proponents of airport searches claim the law 
only protects against unreasonable searches and exceptions under case law have allowed 
for unwarranted searches. While the law only protects against unreasonable searches, 
critics argue that because a person may be denied their flight if they refuse to be searched, 
a level of coercion exists.122 The question of airport passenger screening was finally 
decided in a 1973 U.S. Court of Appeals ruling in U.S. v. Davis. The court found that the 
previous decisions of Terry and Lopez did not apply to airport searches and seizures.123 
However, because of the inherent risk of hijacking, the government did have a 
responsibility to protect the people through what the court deemed to be reasonable 
“administrative searches.”124 These searches apply, not just at the TSA checkpoint, but 
extend into the sterile concourse of the airport.  
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This brings up another argument about privacy and the use of closed-circuit 
television (CCTV) cameras used in nearly every major airport. Proponents of CCTV 
surveillance contest that because airports hold both a practical and symbolic position in the 
global network of transportation and trade, they are constantly exposed to different types 
of risk and are therefore subject to increased security concerns and must be constantly 
monitored.125 Critics argue that being constantly watched and recorded is a violation of 
privacy, trust, and autonomy.126  
The Supreme Court decided on the issue of surveillance and privacy in Katz v. 
United States. In Katz, the Court’s opinion states, “the Fourth Amendment protects people, 
not places” and in order for a person’s privacy to be violated, there must first be a 
“subjective expectation of privacy” and that expectation must be reasonable from a societal 
point of view.127 The purpose of law enforcement’s use of CCTV monitoring within the 
critical areas of the airport are to protect the airport environment. The threat of organized 
crime, immigration issues, and even terrorism warrant an immediate need for surveillance 
and supersedes any expectation of privacy.128 
The matter of free speech within the airport environment comes into question on 
occasion and has been an issue of concern in the past. Various charity and religious 
organizations have often used the airport as a venue for soliciting donations due to the large 
number of people traveling through at any given time. This issue came to a head in the late 
1970s and early 1980s that resulted in several court cases regarding whether the airport 
should be considered a public forum or a private property. In a 1939 Supreme Court case, 
Hague v. Committee for Industrial Organization, the court ruled against any restrictions of 
free speech within a public space.129 However, in the Supreme Court case International 
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Society for Krishna Consciousness, Inc. v. Lee, the court’s opinion held that airport 
terminals were not considered public forums in relation to First Amendment rights.130  
Another issue with free speech at the airport involves the all-to-common jokes 
about bombs during security screening.131 As Leese and Koenigseder state, when the 
1960s opened up affordable air travel to the masses, revenue increased, but so did the risks 
of bombings and hijackings, which thus turned the airport into a “no bullshit” zone when 
it comes to humor and joking about terrorism.132 For example, in 2018, Los Angeles 
Airport Police arrested Trevor Davis, a Green Bay Packer’s wide receiver, at Los Angeles 
International Airport (LAX) for a false bomb threat after saying “yes” when asked by 
security screeners if he had packed explosives in his bag.133 This example may sound 
similar to the Oliver Wendell Holmes’s opinion in Schneck v. United States regarding 
shouting fire in a crowded theater. However, in that case, shouting “fire” in a crowded 
theater is still protected under the first amendment unless there is no fire and the person 
has a willful intent to cause harm.134 A passenger could not admit under any circumstances 
to having a bomb during screening at an airport and it not be considered illegal or 
threatening.  
Court opinions and case law have guided law enforcement officials in how they 
model their agencies’ policy and policing efforts. Balancing public safety with the needs 
of the people has created a paradigm shift in modern policing that is moving away from 
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reactive approaches to a more proactive, collaborative effort.135 The majority of agencies 
in the United States are currently using some form of COP to engage the public and enhance 
the police-public relationships within their communities. Community policing was even 
touted by the President’s Task Force on 21st Century Policing as a “guiding philosophy for 
all stakeholders,” which made it one of their six pillars for building better policing for the 
new century.136  
According to Wells and Falcone, the paradigm of COP assumes three fundamental 
premises. The first is the assumption of a structural premise where police agencies are 
shaped by their organizational structures. The second is that a contextual premise exists 
that agencies, being “open systems,” are constrained and influenced by their environments. 
Finally, the assumption of a universality premise, that the task of policing is the same 
everywhere and therefore a universal model can be applied to any agency.137 As addressed 
throughout this thesis, the task of airport policing, while shaped and influenced by its 
organizational structure and environment, is not universally the same as all other policing 
efforts. The assumption that COP can be taken in cookie-cutter form and applied to any 
agency, especially that of an airport agency, is ill-conceived.  
However, a philosophy within community policing exists that is rarely articulated 
in agency’s efforts but may very well be applied to aerotropolis policing. Due to the unique 
environment of the aerotropolis and a lack of a truly established community, a different 
approach to community policing is needed. According to Russel et al., “community 
policing is not a single program or group of programs. Rather, it is a policing philosophy 
of service to the community.”138 The concept of police programs working with and 
engaging the community does not work well in an airport setting. Airport patrons, visitors, 
and even employees do not think of the airport as their community. Typically, that idea is 
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reserved for the cities or neighborhoods where they live. However, if the traditional COP 
concept is reversed and engage the airport police officers are engaged to consider the 
airport as their community and it is their responsibility to protect and safeguard it, the 
concept of community policing still exists. The idea of instilling a sense of pride, 
ownership, and service to the community within the police agency instead of the transient 
population makes more sense in an aerotropolis setting. 
F. TRAINING AND EDUCATION 
As the role of law enforcement continues to develop and become more complex 
and diverse, the need for effective police training is paramount. According to the 
President’s Taskforce on 21st Century Police, training and education are a pillar of modern 
police reform.139 The Task Force’s report indicated that police training for the 21st century 
needs to reflect the changing environment by teaching better communication, respect, and 
tolerance. This training is key in an airport setting where officers must interact with 
millions of passengers, many of whom are international or from cultures different from 
what officers may be used to. The Task Force also noted that today’s police training must 
emphasize the links between basic criminal activity and terrorism. As stated earlier, the 
risk of terrorism is heightened at international airports, and officers must be able to identify 
patterns or anomalies that may equate to a pre-incident indicator or preparatory conduct 
for a potential terrorist act.140  
Although training may be a fundamental element to policing, the training police 
officers get rarely relates specifically to the airport environment.141 According to Raffel, 
“criminal activity in airports includes crimes that most officers would not encounter outside 
of an airport.”142 Therefore, it would make sense to have training available to airport police 
officers regarding these unique crimes. Federal law mandates that airport law enforcement 
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agencies train officers in the use of firearms, courteous treatment of passengers during law 
enforcement activities, and the understanding of law enforcement responsibilities under the 
airport security program.143 These mandates are vague and non-specific. Airport police 
officers get basic police training and other service instruction consistent with urban or rural 
law enforcement, but not specific training appropriate for the tasks and legal areas required 
in the policing of a major international airport.144 
An aerotropolis policing model would necessitate training and education 
specifically designed to equip officers with the knowledge and abilities to police this 
unique environment. Basic skills and academy training are important to establish a baseline 
of knowledge and applicability in the basic functions of law enforcement. However, to 
provide public service to major airports effectively, additional training should be required 
in areas, such as insider threat mitigation, unattended bags, and potential explosive 
detection, ticket fraud, and other threats or crimes specific to the airport environment that 
may have a substantial impact on airport operations. 
G. RESILIENCY 
As stated in the previous chapter, delays and disruptions to airport operations can 
be costly on a global scale. Therefore, law enforcement agencies responsible for the safety 
and protection of the airport are also responsible for having the capacity to recover quickly 
from any event that causes delay and impacts the operations of the airport. According to 
Dial, having the ability to detect and mitigate disruptions before they occur is a significant 
aspect of organizational resiliency.145 Airport police have a responsibility to ensure the 
safety of the traveling public and the airport environment. Having the ability to respond 
quickly to an event, isolate and contain the situation, execute a plan of action, and then 
immediately recover from the situation without causing undue panic or alarm is a vital skill 
in policing an airport. 
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The 2013 LAX shooting and the 2017 Fort Lauderdale Airport shooting are prime 
examples of how important resiliency and recovery is in the airport setting. In the LAX 
incident, a lone gunman carrying a rifle, entered Terminal 3, and began firing rounds as he 
walked through the concourse wounding three and killing TSA Agent Gerardo 
Hernandez.146 The attack showed significant weaknesses and vulnerabilities in police 
response and recovery efforts. These efforts lasted nearly 30 hours, which affected over 
1,500 flights and 171,000 passengers due to delays and investigations.147 During the Fort 
Lauderdale shooting, a single gunman retrieved a handgun from his checked baggage and 
killed five passengers before surrendering to police.148 The time from the first shot until 
the shooter was in custody was 90 seconds.149 Even though the event was resolved quickly, 
recovery efforts caused over 40 delays, some lasting nearly eight hours.150 
Investigations into major incidents take time, effort, and resources to investigate 
and document the situation properly. The need to re-open an airport and resume operations 
should not come at the cost of poor police work. However, in an environment where time 
means money, sometimes millions of dollars, it pays to have a police force that can resolve 
situations effectively and efficiently to reduce waste, manage resources, and recover 
operations in a timely manner. 
H. CONCLUSION 
Just like the aerotropolis environment, aerotropolis policing is complex and 
multifaceted. The focus on securing and protecting the airport critical infrastructure 
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complicates the traditional policing approaches used in the surrounding business complex. 
This focus makes integrating a current policing model into this complex environment 
difficult. With the complexities and regulations of the critical infrastructure, the dichotomy 
of the aerotropolis environment, the transient populations, and the variations of 
governmental ownership, trying to utilize any one current policing model may work well 
in one area, but poorly in another.  
Aerotropolis policing must take into consideration the importance and high-value 
target prominence of the spatial form of the airport proper, while still providing effective 
protection of the functional form and linkages of the surrounding complex. This separation 
of forms can complicate policing efforts. Agencies must find balance in their approach and 
have an understanding that each area within the aerotropolis is a network of systems that 
rely on each other and no one area on the airport is more important than the other is.  
Agencies must also ensure specific training is provided to airport police regarding 
the unique nature of airport crimes and conditions. Various court opinions and federal 
regulations have granted allowances in putting the overall safety of the public over personal 
protections and certain rights. These exceptions are often contradictory of the approaches 
taught for policing other metropolitan or rural areas for which these allowances are not 
afforded. Unique crimes and conditions require training beyond what is required in federal 
regulations and what is taught in basic police academies. 
The specificity of airport police training should not only focus on airport crimes but 
should also impart a strong sense community and resiliency. The COP model, widely used 
in other agencies, may not work well in the airport setting due to the lack of a static 
community. However, the concept of community ownership within the police agency along 
with the ability to recover quickly from incidents are both highly beneficial to the 
engagement of the officers and vital to the protection and safeguarding of the aerotropolis 
and airport operations. 
Each airport is different and each agency’s approach to policing may differ slightly 
from the next, which may have to do with the makeup of the environment and geographical 
constraints or the way the airport is owned and operated. However, having an 
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understanding about what aerotropolis policing is and how it differs from other traditional 
law enforcement approaches makes policing the aerotropolis more effective. In the next 
chapter, the three primary types of airport policing (state police, local police, and airport 
police) are compared and analyzed to identify what approaches they incorporate into their 
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V. COMPARISON STUDY 
Each major airport differs in how it is designed, owned, and operated. Therefore, it 
can be concluded that different forms of policing are used at each airport as well. The three 
primary forms of law enforcement commonly seen in major airports are state police, local 
city, or county police, or law enforcement provided by an airport-governed police 
agency.151 This chapter comprises a comparative study that seeks to analyze each of these 
three common forms of airport policing to identify the challenges they face and the 
opportunities presented by each one. One major airport was selected from each 
predominant type of airport policing. The airports chosen for this study were based on size 
and governance, each one fitting the definition of an aerotropolis (introduced in the first 
chapter and explored in detail in subsequent chapters) and policed in a different way, either 
by state, local, or self-governed agencies. Academic research related to policing at each of 
these major airports was limited. Therefore, insight into these agency’s approaches and 
methods was gained through some published primary and secondary research material, but 
mostly through interviews with senior law enforcement officials selected to represent each 
airport.  
A. STATE POLICE: BOSTON LOGAN INTERNATIONAL AIRPORT  
Named after Lt. General Edward Lawrence Logan, BOS became a commercial air 
travel destination in 1928 when the U.S. Army transferred ownership of the airport to the 
Massachusetts state legislature.152 Shortly thereafter, the legislature created the 
Massachusetts Port Authority (Massport) to control the airport, as well as the state’s other 
port facilities.153 As of 2019, Boston Logan was the 16th busiest airport in the United 
States in terms of passenger loads and the primary airport for the New England region.154 
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Its 1,700 acres of airfield and property make BOS a smaller airport when compared to the 
others in this study; however, its centralized location within metropolitan Boston makes 
BOS a highly valuable footprint with a major impact in the region it serves.155 
The Massport mission statement is “a world-class organization of people moving 
people and goods—and connecting Massachusetts and New England to the world—safely 
and securely and with a commitment to our neighboring communities.”156 As it suggests 
in the mission statement, one focus of the organization is providing safe and secure means 
of transportation for the region. Massport understands that holding safety and security as a 
precedence requires having a world-class law enforcement agency actively patrolling their 
properties.  
Boston Logan is somewhat unique in its form of policing. BOS is one of the few 
airports in the nation to use assets from a state police organization to provide public safety 
services within the airport property. New York State Police, in conjunction with the Port 
Authority Police Department, occasionally patrol some airports, including New York’s 
John F. Kennedy International, and LaGuardia airports, but Boston Logan is one of only a 
few airports in the United States that relies on state police for everyday law enforcement 
responsibilities.157 Troop F of the Massachusetts State Police is responsible for the safety 
and security of all Massport properties, which includes Boston Logan, Flynn Cruiseport, 
Conley Terminal, Worchester Regional Airport, and Hanscom Field.158 While a port 
authority operates the airport, the police officers responsible for the airport are employed 
by the State of Massachusetts.  
On, December 10, 2020, the author spoke with Kevin Emmett, Troop F 
Massachusetts State Police. According to Emmett, Troop F is made up of nearly 200 sworn 
troopers, who are responsible for providing law enforcement to the Massport properties. 
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The unit’s specialties include a dedicated detective unit, bomb squad, community services 
unit, marine unit, and federally certified K-9 teams on site at the airport.159 Emmett stated 
that Troop F is seen as a priority assignment in the Massachusetts State Police and a 
difficult spot to get due to its unique nature and opportunities in specialty roles. While most 
airports in the country are seeing passenger levels increase around 3% per year, Boston 
Logan’s growth rate is closer to 5%, which means Troop F is facing the challenge of 
protecting a passenger population that is on pace to increase by over one million passengers 
per year.160 Emmett felt that much of this growth could be attributed to Boston Logan’s 
international route expansion and a focus on bringing in more Airbus A380 flights. He also 
thinks that to keep pace with this growth and expansion, Troop F has increased its 
manpower by approximately 32% in the past 10 years. 
According to Emmett, Troop F has experienced several challenges in maintaining 
an effective policing presence at BOS. With the growth and expansion of the airport’s 
passenger numbers, the department has had to adapt quickly to higher call volume and 
higher crime rates. The more passengers at the airport at any given time creates a higher-
value target and threat of attack requiring Troop F to find new methods of responding and 
preventing these threats, including enhanced foot patrols with long rifles. Emmett stated 
that these rifle patrols are necessary to exhibit a heightened sense of security and officer 
presence to the traveling public. Also, due to the ever-changing and busy nature of the 
airport and its population, the officers often find themselves becoming very reactive to calls 
for service instead of proactive in their policing methods.  
The policing models used by Troop F rely heavily on enhanced security and high 
visibility deterrence. Community policing efforts, through their community services unit, 
provide a conduit between the airport police and the employees and stakeholders of the 
airport. According to Emmett, the employees and staff make up the true community of 
Boston Logan by providing a key partnership in ensuring the airport is safe and protected. 
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He also mentioned that the employees are an extra set of eyes and ears and have always 
been very receptive to security training and the airport’s See Something, Say Something 
program. Massport also provides a specialized training video regarding active shooter 
preparedness on its website with a focus on preparing its employees and patrons on how to 
respond to these threats and potentially save lives.161 This partnership equates to a force 
multiplier that ensures people are still security-minded and actively watching out for 
suspicious activity and security concerns, even when the police are not present.  
As far as balancing the responsibilities of securing the terminal areas with the needs 
of the surrounding businesses, Emmett said that Troop F’s policing concept is that all areas 
are important and need to be protected. The terminals however may be focused on more 
solely because of the increased threat levels and the need to resolve problems quickly to 
maintain continuity of operations. According to Emmett, Troop F is a small army, but they 
have to portray otherwise with an overwhelming response when addressing threats and 
deterring crime. Therefore, the primary focus for the department is on areas where the 
threat is highest and the potential cost of failure is greater. That area is the terminal.  
Due to the manpower allocated to Troop F, officers rely heavily on community 
support with their airport employees and stakeholders to provide force multiplication in 
addressing safety and security for the airport. Troop F is only a fraction of the entire 
agency; however, they can pull from the resources of the rest of the Massachusetts State 
Police, as well as the Boston Police Department force during major events or incidents. 
BOS is unique in this case due to its confined fit into the surroundings of Boston’s 
metropolitan city center and the ease of access for other agencies to assist if needed. Other 
aerotropoli are much more secluded and isolated in their locations, which requires more 
independent police governance.  
B. CITY POLICE: DENVER INTERNATIONAL AIRPORT  
Officially opened to the public in 1995, DEN is the newest aerotropolis in the 
United States. It is currently the fifth busiest airport in the nation and serves nearly 70 
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million passengers in 2019.162 As the nation’s largest airport, DEN has an overall property 
incorporating 135 square kilometers of airfield, terminal space, and supporting 
businesses.163 To put this number into perspective, it is nearly 10 times the land size of 
Los Angeles’ LAX. Situated approximately 25 miles east of downtown Denver, it is often 
joked that the airport “may as well be in Kansas.”164 However, being so far from the city 
center has some benefits. As the airport continues to grow into a destination in its own 
right, away from the congestion of central Denver, it is attracting new businesses, 
entertainment, and surrounding housing editions, just as Kasarda predicted.165 
An airport of this size requires a specialized and dedicated police force to protect 
it. The Denver Police Department holds that responsibility with its Airport Police 
Bureau.166 On December 10, 2020, the author spoke with Jess Leuthauser of the Denver 
Police Department Airport Bureau. He believes that with just over 100 sworn officers, the 
bureau is tasked with uniformed patrol, safety, and security of the roadways, traffic 
investigations, and enforcement and criminal investigations that occur on DEN property. 
He feels that being situated far from downtown Denver gives the airport more of an 
“outpost” feel and must be somewhat autonomous, and thus benefits from having its own 
emergency communications and dispatch center, as well as its own holding facility. He 
thinks that this autonomy allows the Airport Bureau to be more efficient, especially in a 
unique job function that differs from traditional city patrol.  
The Airport Bureau has experienced major growth within its jurisdiction in the last 
10 years. In 2019, DEN served approximately 70 million passengers, following six straight 
years of growth and a 7% increase over 2018’s numbers.167 According to Leuthauser, the 
 
162 Statista, “Busiest U.S. Airports.” 
163 Magdalena Dugdale, “The Ten Largest Airports in America,” Airport Technology, January 23, 
2020, https://www.airport-technology.com/features/largest-airports-america/. 
164 Joe Rubino, “Denver International Airport at 25: From Boondoggle to Boon,” Denver Post, March 
1, 2020, https://www.denverpost.com/2020/03/01/denver-airport-25-years-boondoggle-anniversary/. 
165 Kasarda and Lindsey, Aerotropolis, 6. 
166 “Denver Police Department: Police Directory,” Denver: The Mile High City, accessed December 
23, 2020, https://www.denvergov.org/Government/Departments/Police-Department/Police-Directory. 
167 Sam Tabachnik, “Denver Airport Sets Passenger Record in 2019,” Denver Post, February 13, 2020, 
https://www.denverpost.com/2020/02/13/denver-airport-passenger-numbers/. 
56 
addition of a light rail system connecting downtown Denver to the airport has led to a 
steady increase in the homeless population, as well as an influx of property crime. The 
airport has also built hotels and other businesses in and around the airport in an attempt to 
bring more visitors to the area. As the airport develops into a true aerotropolis, and city 
creep continues to bring more crime, Leuthauser feels the airport bureau has met these 
challenges by adding additional manpower and K9 teams using a variation of policing 
models including COP and crime prevention methods. 
The Airport Bureau relies on a heavy officer presence and deterrence to keep crime 
numbers and response times down. According to Leuthauser, the Bureau also engages the 
airport employees and stakeholders in community efforts to provide added security. In 
addition, he says that the airport holds weekly safety meetings at which the police provide 
employees with information regarding on-going crime trends and safety information to 
keep the stakeholders and employees informed and engaged in the overall security of the 
airport. Communication between law enforcement and key stakeholders during critical 
events at DEN has been an issue at the airport in the past due to slow and often unreliable 
systems.168 However, the airport has emphasized quick communication, upgrading 
communication channels, and technology in an effort to enhance event-resolution and to 
reduce notification and recovery times during major delays.169  
Leuthauser states that in terms of balancing the security requirements of the 
terminals with the needs of the surrounding businesses, the airport bureau puts a priority 
on terminal security to provide a safe environment for the traveling public, with a 
secondary focus on surrounding infrastructure and roadways. In other words, more 
manpower and resources are allocated to the areas of the airport that have the greatest 
impact.  
Like Troop F in Boston, the Denver Airport Bureau also engages the employees 
and stakeholders as an added security measure in detecting and deterring crime, but being 
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a part of the Denver Police Department, the Airport Bureau can also utilize the resources 
and experience of the rest of the department when addressing major crimes or incidents. 
Policing such a large airport environment isolated from any other metropolitan areas 
creates its own challenges and opportunities. However, being a division of a larger police 
agency has benefits when addressing resource management and agency needs. Other law 
enforcement agencies are responsible for policing large airports that are not a division of a 
larger agency and must be more self-sufficient and more independent.170  
C. AIRPORT POLICE: DALLAS FORT WORTH INTERNATIONAL 
AIRPORT  
As the first official international hub, DFW changed the landscape of air travel 
when it opened in 1974.171 After decades of conflict between the cities of Dallas and Fort 
Worth over who would have ownership over the North Texas region’s primary commercial 
airport, the Civil Aeronautics Administration, now the Federal Aviation Administration, 
made the decision to force both cities into agreeing to a joint-ownership airport between 
the two cities.172 DFW’s creation caused issues of how to govern an airport that straddles 
two counties and sits within the boundaries of four different cities. Dallas and Fort Worth 
voters solved the issue by making DFW a political subdivision governed by a joint airport 
board.173 Little did they know at the time it would create a financial boon for both cities.174 
Today, DFW is now a “global megahub” that has secured the spot as the nation’s second 
largest airport after DEN and boasts its own zip code and city designation.175 Serving over 
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75 million passengers per year, DFW is now the fourth busiest airport in the United States 
based on 2019 numbers.176 
The mission statement of DFW is “we provide an exceptional Airport experience 
for our customers and connect our community to the world.”177 While the mission of the 
airport is more customer-driven, the airport’s key results put safety and security at the 
foundation of the airport enterprise.178 DFW has set strategic objectives to strengthen an 
airport-wide culture of proactivity and organizational resiliency regarding the safety of the 
airport.179 The responsibility of policing DFW falls on the police officers of the airport’s 
self-governed Department of Public Safety. The Texas Legislature added a provision into 
the Texas Transportation Code articulating that only police officers authorized by the joint 
board of the airport are permitted to regulate, protect, or police the airport property.180 In 
other words, DFW Airport Police have sole jurisdiction on airport grounds even though the 
airport rests within the jurisdiction of four cities and two different counties.  
As DFW continues to grow, the police department has had to grow with it. On 
December 2, 2020, the author spoke with Jon Taylor of DFW, who feels that with over 220 
sworn officers, the department’s manpower has increased by over 20% in the past 10 years 
to meet the needs of the airport. This increase in manpower has helped accommodate the 
needs involved in protecting the rapid expansion that has occurred across the airport 
property in the last several years. On December 8, 2020, the author spoke with Jason Byers 
of DFW, who stated that this expansion has included a yearly increase in passenger volume, 
the addition of several mixed-use business and industrial complexes, terminal expansions, 
and a new hotel. The addition of two new rapid transit systems now links the airport directly 
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to the downtown areas of both Dallas and Fort Worth.181 Byers believes that this growth 
has caused a noticeable increase in both property crimes and crimes against persons within 
the airport jurisdiction due to the ease of access and the ability to arrive and depart the 
airport property quickly. 
Taylor feels that DFW Airport Police officers rely heavily on several policing 
models including COP, as well as relying on strategic partnerships. Byers thinks that some 
problem-oriented strategies are used outside of the central terminal area because of a 
consistency in the nature of most of the surrounding support businesses, which makes it 
easier to identify patterns and problem areas. He also says that community programs are 
limited to airport employees rather than the passenger populations due to the unique airport 
environment and transient nature of the traveling public. A major challenge for airport 
police at DFW Taylor states is trying to remain invisible yet approachable at the same time; 
it is necessary to be highly visible while not causing overt stress on the already stressful 
practice of air travel. According to him, the primary focus of DFW Airport Police should 
be determining the “WIN” or “What’s Important Now” and staying focused on that. Airport 
policing offers more opportunities for officers to have discretionary time to choose their 
own activity. Byers believes that what they do with that time makes a big difference in how 
safe and secure the airport environment is. 
According to Byers, when balancing the security needs of the terminals with the 
needs of the surrounding businesses, the terminals remain a higher priority. He also feels 
that this balancing act is primarily due to the TSA mandate of maintaining an adequate 
presence within the terminals, a higher risk of a mass-casualty event, and a higher impact 
on public trust when using high-visibility deterrence. Roadways and traffic enforcement 
are a secondary focus for DFW and the major highway that bisects the airport is a very 
busy and central artery within the Dallas/Fort Worth Metroplex. According to Byers, this 
roadway becomes critical if people cannot pass through or make it to their planes on time.  
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As DFW land use continues to be developed, the focus on the central terminal 
versus the outlying businesses may become more balanced. DFW has 6,600 acres of 
developable land with over 5,200 gross acres emerging as multiple commercial business 
centers, which greatly expands the diversity of businesses, infrastructure, and police calls 
for service across the airport property.182 According to Taylor, to be effective in policing 
such a large and diverse airport like DFW, police officers must be proactive, rely on good 
leadership, and not fall into a reactive routine. 
Unlike Troop F in Boston, and the Airport Bureau of the Denver Police Department, 
DFW Airport Police are not a division of a larger police agency that comes with available 
resources and experience. In other words, DFW Airport Department of Public Safety must 
have the resources and manpower needed at any given time to address any major incident 
effectively. If a homicide were to occur at Boston Logan or Denver International, the 
respective police agency for that airport could request inside agency personnel who very 
likely have experience investigating these types of cases. Homicides are extremely rare at 
DFW; therefore, if one were to occur, the chances of having officers with previous 
experience in this area is unlikely and the agency would most likely request assistance from 
an outside agency. However, being a self-sustained airport police agency does mean less 
interference in methods and approaches from non-airport police directives.  
D. CONCLUSION 
Prior to conducting interviews for this comparative study, it was hypothesized that 
the research would reveal one governance method of airport policing was more effective 
or efficient than the others in reference to providing adequate safety and security to their 
respective aerotropolis. After having spoken with several officers in key leadership and 
administrative positions within their airport police agencies, the methods, approaches, and 
practices of each agency appear to be very similar in structure and all agencies face very 
similar challenges and opportunities within their respective jurisdictions.  
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Crime rates and arrests have been steadily rising at each airport in this study for 
several causes, but mainly because of a steady increase in the airport populations. 
Passenger numbers are on the rise, which provides a larger number of potential targets and 
available property. All three airports have a rapid transit system linking the airport with a 
downtown area. Two of the three airports interviewed expressed that these rapid transit 
systems are a conduit for homeless populations to enter the airport that creates a social 
issue and increases property crimes. 
Each person interviewed had the same response concerning COP efforts; the 
stakeholders and airport employees were considered the true community for the airport and 
not the passenger population. This viewpoint is primarily due to the employees being a 
more stable, unchanging group that offers a better return on investment for community-
based efforts and programs. While some agencies did more outreach and training with 
airport employees, all agencies considered the employees and stakeholders to be a force 
multiplier for added security within the airport and support for the officers. Being an airport 
police agency that is a smaller part of a larger agency has benefits in resource management 
and experience; however, being a self-sustained police force provides added benefit to the 
self-directed policing approaches. 
Proactivity over reactivity was also a constant theme for each airport police agency. 
Byers feels that due to the nature of airport operations and the transient populations within, 
officers tend to find themselves falling into a reactive routine of taking reports on crimes 
that have already occurred instead of taking proactive steps to prevent crimes from 
occurring. As shown in Figure 4, all departments interviewed stated that a shift to 
proactivity, crime reduction techniques, and an officer mentality of deterrence and 
detection would have a better effect on the overall daily operations of the airport to make 
policing the airport much easier and the environment much safer.  
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Figure 4. Similarities and Differences in Airport Policing Methods by 
Agency Type. 
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VI. FINDINGS, CONCLUSIONS, AND 
RECOMMENDATIONS 
A. AEROTROPOLI AS CRITICAL INFRASTRUCTURE 
This thesis has explored the growing concept of the aerotropoli’s role in the global 
transportation network, and how these critical connectors are policed. Although legally and 
administratively separated from nearby communities, these “detached universes” 
contribute not only to transportation, but also form a substantial and tangible internet of 
people and goods.183 These major airports keep world economies running through 
commerce, trade, networking, and tourism, while supporting millions of jobs in the 
process.184 As a byproduct of this impact, the aerotropolis will continue to attract more 
people and businesses and grow bigger with increased passenger numbers and additional 
commercial development year-over-year.185 While most people think only of the main 
terminal area as “the airport,” aerotropoli are much more than that. They are a complex 
environment with functional and spatial forms combined with connective linkages that 
reach far beyond the terminal. These airports are transforming into self-supporting 
destinations with their own resources and infrastructure, just as Kasarda predicted in 2011. 
They are cities of hundreds of thousands of strangers either in the midst of, or in support 
of, the process of flight.  
While these airport-cities are booming, the target on their back is growing. It is no 
secret that the critical infrastructure of airports and the aviation industry are high-value 
targets threatened by crime and terrorism.186 Due to their tangible and symbolic value, 
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these targets must be hardened to stay vital and operational. History has shown how this 
infrastructure can be used against others, either by exploiting the availability of large 
crowds in confined spaces for mass-casualty attacks or by using the aircraft itself as a 
weapon of terror. The potential for this industry to be used as an objective in terrorism plots 
cannot go unnoticed.  
The impact an attack would have to airport operations is understood, but it does not 
even take an incident of the magnitude of a terrorism event to cause airports delays that 
cost the airlines substantial time and money. For example, in October 2019, an unattended 
bag located at a terminal gate at Jackson Hole Airport caused flight delays affecting nearly 
300 passengers before the bag was cleared and flights were allowed to resume.187 What 
may seem like minor issues can cause hundreds of thousands of dollars in lost revenue that 
have a ripple effect across the entire industry. For this reason, resiliency is paramount in 
the aerotropolis environment. Airports must have the ability to recover quickly from 
interrupting events and to do so effectively, an adequate police force dedicated to the 
airport to detect, deter, and defend against crime and terrorism and assist in maintaining 
continuity of operations must exist.  
This thesis explored the approaches taken by police agencies with disparate 
organizational features to serve and protect airports, which are—from a policing 
standpoint—challenging because of the need to balance resources to reduce crime 
effectively and efficiently, as well as create a safe and secure environment across the entire 
airport property. This unique environment requires police officers to have specialized 
training and knowledge regarding the distinctive aspects of critical infrastructure and the 
various crimes that only occur at airport settings. While current policing models are 
effective in identifying and reducing crime in traditional metropolitan cities, they must be 
adapted to be effective at a major airport. 
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B. AEROTROPOLIS POLICING 
It has been established that the aerotropolis is a high-value target critical to the 
global economy and needs to be well protected. Thus, the federal government mandates 
that all commercial airports have a well-trained police force, adequate in size, and ready to 
respond to emergency events to prevent lengthy disruptions to the industry. This 
requirement is unique in the field of policing and shows how important the government 
feels about protecting air travel and airports. Although the mandate is in place, airport 
police officers still face the challenges of rising crime rates at airports and a lack of 
specialized training specific to policing the airport environment.188 As these major airports 
continue to grow, these challenges will become more abundant, and airport police agencies 
will have to find ways to adapt and overcome these challenges. 
Each airport is governed differently based on ownership, which has a direct effect 
on what kind of police agency operates on the airport. It might be concluded that having a 
different type of police agency dedicated to an airport would result in very different 
methods of policing that airport. In the previous chapter, all three major types of airport 
law enforcement agencies were compared and analyzed to see how they differed in 
challenges faced, methods and models of policing, and primary focus. It was determined 
that the type of policing agency had little effect on these variables. All agencies analyzed 
faced very similar challenges, policed their respective airport with similar methods and 
models, and all had a primary focus on what they felt was the most prominent target, the 
terminals.  
Policing the terminal areas can be challenging. With a mall-like feel, the terminal 
areas of the airport are where the highest concentrations of people are found, with abundant 
opportunities for theft from passengers and retail shops, and numerous venues that serve a 
near-constant flow of alcohol.189 While it may feel like a mall to the passenger populations, 
the added element of air travel creates a defensive security atmosphere for police that is 
exponentially more notable than in mall policing. The U.S. court system has even weighed 
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in on the security challenges of policing the terminals. Federal courts have taken a 
utilitarian view of passenger’s Forth Amendment rights on the sterile side of the concourse, 
which finds that the security of the flying public as a whole supersedes the individual’s 
right to privacy when it comes to security screening and searches.190 The U.S. Supreme 
Court even ruled that airports are not considered true public forums and therefore a 
person’s First Amendment rights to free speech while at the airport are limited in relation 
to solicitation and verbal threats real or in jest.191 
This thesis has found that policing a major airport in the United States is unique 
with its own set of challenges and opportunities that set it apart from traditional 
metropolitan policing seen elsewhere. Current policing models, including COP and POP, 
are being used by airport police agencies. However, it has been found that these models 
are being modified to fit the unique environment of policing a highly transient population. 
Airport police officers find themselves reacting to crimes as they occur instead of taking 
proactive steps to prevent crime before it happens. Due to these challenges, this thesis 
recommends taking the methods being used by airport police agencies and combining them 
with lessons learned through this research to suggest a specific aerotropolis policing model. 
C. A NEW MODEL OF POLICING 
1. The Balancing Act 
As the name suggests, the aerotropolis is made of two combined entities, the airport 
and the surrounding support facilities and businesses. Each airport law enforcement agency 
in this comparison analysis identified that its primary focus was on the terminal areas of 
the airport. This focus does make sense due to the nature of the terminal being the beating 
heart of the airport and the most high-value property in terms of economic impact and the 
threat of crime and terrorist attacks. However, as these aerotropoli expand outward with 
new business districts, warehouses, and other industries with an economic impact of their 
own and a need that requires policing and protection, this focus may need to shift more to 
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the center. This shift would require resource management by the airport police agency to 
ensure sufficient personnel and equipment to police both the airport and the surrounding 
properties effectively. An analysis of other campus-style policing like SRO programs may 
be effective in scoping the role of airport police officers and seeing the benefits of having 
dedicated officers to the airport proper.  
2. Identifying the Community 
The employees and stakeholders of an airport are the most stable and unchanging 
population at an airport. This population also has the most to gain or lose from a loss of 
clientele and patrons. If passengers stop coming to an airport because they believe it is 
unsafe, the airport employees and stakeholders will no longer have stable employment and 
the surrounding support structure will suffer. Therefore, engaging the employee populous 
to have a sense of ownership in the safety and security of the airport is something airport 
police departments should be doing. Whether it be through additional training, See 
Something–Say Something programs, or weekly safety meetings hosted by the police 
agency, these attempts are all added measures to keep the employees motivated to help the 
police keep their work environment safe and operational.  
Based on the research and interviews, the transient nature of the passenger 
population is difficult to manage when providing community-policing efforts. They have 
very limited buy-in to the airport as a community and attempts to gain commitment in 
reporting suspicious circumstances typically do not have the desired effect unless the 
passenger is directly involved. One aspect of COP that airport police agencies should 
emphasize to their officers is the concept of “policing as a philosophy of service to the 
community.”192 While the passengers may not consider the airport as their own 
community, since it is not their area of residence, the police officers should consider the 
airport as their community with the responsibility to protect it and serve as its guardian. 
The law enforcement officers dedicated to policing these major airports should consider 
their airport in the same way they consider their home. They should provide a safe and 
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welcoming environment to those who visit; however, those who wish to disrupt that 
environment should be treated in the same manner as if they were causing the disturbance 
within the officer’s own home. This concept still fits the ideals of COP, with the difference 
being it is now focused on policing the officer’s community and not a community of 
residents.  
3. Proactive Detection and Deterrence 
As discussed, major airports are high-value, high-impact targets for criminal and 
terrorist elements that must be protected with proper security measures and policing. While 
crime rates nationwide have fallen in recent years, crime at airports continues to happen 
and often has a greater impact. Through research, it has been established that airport police 
departments often find themselves lacking specialized training, face constant infrastructure 
and population growth, and generally react to incidents that occur on the airport rather than 
employing proactive policing measures.  
As with any population, while it may seem difficult to police a population of tens 
of millions of people with a few hundred officers, only a fraction of the population commit 
crimes.193 Therefore, policing efforts should be focused on detecting and deterring this 
small percentage who wish to cause harm and in areas where the most harm can be caused. 
Speaking with different airport agencies, this area currently appears to be the central 
terminal areas with higher concentrations of people and property and easier access to 
critical infrastructure and aircraft. As Byers stated, airport agencies see less call volume 
than larger metropolitan cities allowing officers more available discretionary time to 
commit to self-initiated activity. It is recommended that this area be hardened through 
various means including active patrolling and high-visibility deterrence efforts, community 
outreach with employees and stakeholders, added technology, and other means of force 
multiplication. Airport specific training should be made available to all airport police 
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officers to help them understand the unique aspects of airport crime better and how to tackle 
methods of crime reduction and prevention effectively.  
As these aerotropoli continue to grow and develop more business, retail, and mixed-
use districts, the focus may have to shift to some degree. Many major airports are 
developing commercial warehouse districts, high-end shopping and entertainment venues 
and upscale hotels with the surrounding airport property. Many of the methods used in the 
terminal areas for target hardening may also be incorporated in these surrounding areas as 
well. Active patrolling, reassurance policing, and high-visibility activity should also help 
harden these targets and deter potential criminal actors from the area. It can already be 
proven that high-visibility deterrence works. In 2009, The FBI arrested Hosam Samadi for 
attempting to detonate a vehicle borne improvised explosive device (VBIED) near a 
building in downtown Dallas.194 Samadi claimed he originally targeted DFW but chose a 
different location because he felt DFW’s “security was too strong” when he observed 
officers while conducting surveillance.195 Every officer that conducts a traffic stop, foot 
patrol, or even casual chat with a passenger, is an added visual deterrent that may prevent 
a crime or act of terror from happening at the airport.  
D. CONCLUSION 
As reflected in the literature review, more research is needed in the area of airport 
policing. Extensive research in airport security has been conducted; however, most of this 
research is widely attributed to the TSA or airport building design and regulations. While 
this thesis focused specifically on airport police agencies and the methods needed to 
provide safety and security from a law enforcement perspective, more academic research 
is needed in the field of airport policing. Additional research would also be helpful in the 
aviation industry regarding the relationships and cooperation between airport police and 
the number of other federal law enforcement and investigative agencies present at airports, 
as well as private and non-commissioned security personnel. Since airport policing is such 
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a vital field, more research in these areas would greatly benefit this specific practice of 
policing. 
Air travel is still the quickest and most effective form of transportation and looks 
to remain that way for some time. As history has shown, centers of transportation attract 
innovation, development, trade, and a big economy. The aviation industry will continue to 
grow, and the growth of this nation’s largest airports is directly related. Already seen is the 
emergence of the aerotropolis, with many of this country’s largest and busiest airports 
looking and acting more like self-contained airport cities. The aerotropoli of today and 
tomorrow need public safety and security to maintain operations and continue providing 
the vast global economic impact for which they are currently responsible. Thus, an 
adequate, well-equipped, and well-guided police force dedicated to providing that safety 
and security is essential.196  
Current models of policing have been established and tested for many decades in 
metropolitan policing. These models meet different needs and are employed based on the 
environment that needs to be policed. However, these models were developed based on 
policing traditional static and well-established populations. Airport police officers face the 
challenge of providing public safety to a highly transient and fleeting population in an 
environment that does not react well to change or disruption. Policing models must be 
adapted to be effective in providing safety and security to these populations of strangers in 
such a unique environment.  
An effective aerotropolis policing model should maintain a proactive approach to 
airport law enforcement methods with airport-specific training, high-visibility deterrence, 
and an emphasis on officer presence. However, the airport environment encompasses more 
than just being seen. Airport police must provide reassurance policing within the terminals 
and other high-value target areas to deter threats while also maintaining a more customer-
oriented approach to not impact the business aspect of the airport negatively. According to 
Nieto, “The real challenge for aviation is to implement security measures that can respond 
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to threats and affect passengers as little as possible, and with positive perceptions.”197 
While difficult at times, airport police must find a fine balance between business and 
convenience with that of public safety and security.198 As aerotropoli adapt and grow, 
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APPENDIX.  49 CFR 1542—AIRPORT SECURITY 
Subpart C—Operations 
 
§ 1542.215—Law Enforcement Support.199 
(a) In accordance with § 1542.217, each airport operator required to have a security 
program under § 1542.103(a) or (b) must provide: 
(1) Law enforcement personnel in the number and manner adequate to support its 
security program. 
(2) Uniformed law enforcement personnel in the number and manner adequate to 
support each system for screening persons and accessible property required under part 
1544 or 1546 of this chapter, except to the extent that TSA provides Federal law 
enforcement support for the system. 
(b) Each airport required to have a security program under § 1542.103(c) must ensure 
that: 
(1) Law enforcement personnel are available and committed to respond to an incident 
in support of a civil aviation security program when requested by an aircraft operator 
or foreign air carrier that has a security program under part 1544 or 1546 of this 
chapter. 
(2) The procedures by which to request law enforcement support are provided to each 
aircraft operator or foreign air carrier that has a security program under part 1544 or 
1546 of this chapter. 
 
§ 1542.217—Law Enforcement Personnel.200 
(a) Each airport operator must ensure that law enforcement personnel used to meet the 
requirements of § 1542.215, meet the following qualifications while on duty at the airport 
- 
(1) Have arrest authority described in paragraph (b) of this section; 
(2) Are identifiable by appropriate indicia of authority; 
(3) Are armed with a firearm and authorized to use it; and 
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(4) Have completed a training program that meets the requirements of paragraphs (c) 
and (d) of this section. 
(b) Each airport operator must ensure that each individual used to meet the requirements 
of § 1542.215 have the authority to arrest, with or without a warrant, while on duty at the 
airport for the following violations of the criminal laws of the State and local jurisdictions 
in which the airport is located - 
(1) A crime committed in the presence of the individual; and 
(2) A felony, when the individual has reason to believe that the suspect has 
committed it. 
(c) The training program required by paragraph (a)(4) of this section must - 
(1) Meet the training standard for law enforcement officers prescribed by either the 
State or local jurisdiction in which the airport is located for law enforcement officers 
performing comparable functions. 
(2) Specify and require training standards for private law enforcement personnel 
acceptable to TSA, if the State and local jurisdictions in which the airport is located 
do not prescribe training standards for private law enforcement personnel that meets 
the standards in paragraph (a) of this section. 
(3) Include training in - 
(i) The use of firearms; 
(ii) The courteous and efficient treatment of persons subject to inspection, 
detention, search, arrest, and other aviation security activities; 
(iii) The responsibilities of law enforcement personnel under the security 
program; and 
(iv) Any other subject TSA determines is necessary. 
(d) Each airport operator must document the training program required by paragraph 
(a)(4) of this section and maintain documentation of training at a location specified in the 
security program until 180 days after the departure or removal of each person providing 
law enforcement support at the airport. 
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